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New skills .. 


handling methods, contribute to faster, smoother 


. developed by today’s 


manufacturing as well as storage and shipping op- 
erations. Such opportunities can be found in all 
phases of production and distribution. 

Versatile Towmotor provides an important tool 
for these new skills—saves time, money and man- 


power. Get complete facts—write for the Towmotor 


DATA FILE today. 
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HY moving one ton one mile by 


rail, the average charge—and note 


that word “average” —is less than one 
cent. 


O.K., you may say, that ought to make 
freight rates simple. Why not “sell a 
ticket” for moving freight, just like sell- 
ing a passenger ticket? Take the number 
of tons, the number of miles, the average 
charge, and figure it out? 


We wish it could be that easy. But 
here is the problem. 


LOAD LOAD LOAD 
WORTH WORTH WORTH 


$100,000 } $10,000 





Some freight is cheap, heavy, little sub- 
ject to loss and damage. Some is valu- 
able, light and bulky, difficult, risky and 
expensive to handle. Such differences in 
the character of freight call for differ- 
ences in rate making. No one would sup- 
pose that charges should be the same on 
a ton of coal as on a ton of diamonds. 


To charge even as little as one cent per 
mile for hauling a ton of some of the 
heavy, low-priced commodities would 
mean, in many cases, making rates so 
much higher than they are now that such 
commodities could not move over the 
long distances we have in this country 
and be sold at a profit in distant markets. 


On the other hand, rates on more valu- 
able articles can be much higher than the 
average without making any appreciable 
difference in the price at which they are 


sold. 


So, to make it possible for all sorts of 
freight to be moved to market, and at 
the same time meet the necessary costs 


to the railroad of doing the job, there 
came to be these differences in freight 
rates—with the result that shippers, 
railroads and the public benefit from the 
amazingly wide distribution and use of 
all sorts of commodities all over America. 


‘‘Prices’’ tailored 
to the public interest 


Rate-making seems complex. But that’s 
because commerce is complex. Rates, or 
transportation prices, must be made for 
the movement of tens of thousands of 
different articles over various routes be- 
tween tens of thousands of places, all 
over the country, and under all sorts of 
conditions. If those prices, as a whole, 
are too low, the railroads won’t be able 
to meet the costs of doing business. But 
if transportation is priced too high, the 
traffic doesn’t move—and that is not 
good for either railroads or shippers. 





And so it is that over the years the rail- 
roads have worked on a basis of “‘what is 
best for our customers is best for us.”’ It 
is to the interest of every railroad to 
build up the area it serves. It wants to 
encourage the growth of industries. It 
wants to encourage agriculture. It wants 
to encourage mining, lumbering, every 
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What does it cost 
to Sip a lon allie?” 


other type of business. Rates are figured 
out for just that purpose—to meet the 
needs of commerce—and are revised to 
respond to changes in those needs as 
they come about. 


Where the I. C. C. comes in 


Many years ago, the Interstate Com- 
merce Commission was established to 
prevent undue discrimination in railroad 
rates as between shippers and communi- 
ties, and to see that rates are “just and 


, reasonable.” 


All railroad rates are open covenants 
openly arrived at after discussion be- 
tween the railroads and shippers. All 


0 
0 9 Y 





rates are published, are filed with the 
I.C.C., and are open to anyone to see. 


But in any case, a shipper who isn’t satis- 
fied has the right to ask that the I.C.C. 
step in and investigate. And more than 
250 volumes of I.C.C. reports show how 
active the Commission has been in this 
respect. 


This principle of tailoring transportation 
prices to the public interest has stood 
the test of time—and no man who has 
made a sincere and expert study of the 
problem has found a better system for 
all concerned. 
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AMERICAN RAILROADS 
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sn’t swamped by a demand he 
cannot supply— or— as 


the fad recedes, left 
high and dry with 


stock he cannot sell, 


After the war, air commerce will] havéf : 
answer to problems like his. Over-nig 
delivery that will enable him to cut d 4 , 
his inventory, turn his capital faster, m&t p 
the demand for popular, new numbers it Yt a fs 
no risk of being caught when the call fo 


A 
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those numbers cools off. 4 


These multiple advantages all retailing can 
share. Once released by Peace, transports 
like the Curtiss Commando, will make deliv- 
ery by air feasible, reasonable and ane 
able. Curtiss-Wright Corporation, Airplane 
Division, St. Louis, Mo. 
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STOP! Juggle carbons, align sheets, « 
insert the forms. reli¢ 
able 
| €)| GO! Type the records. 7 
a | a fert 
And then stop and begin the same tion 
time-wasting process again. It’s just int 
such stop-and-go record writing that pets 
puts the kinks in modern business nin 
| procedure .. . repetitive operations the 
b that put a slow-up on work all along oi 
the line. 
the 
cen 
r 6 insi 
ype typing 
aby 
, ma 
wil 
Keep the typist’s fingers at the keyboard where they in 
belong . . . with Uarco continuous-strip forms. These 
forms, already interleaved with carbon, automatically cat 
feed the typewriter . . . eliminate carbon fuss and bother, ts 


aligning trouble and wasteful inserting motions. Uarco 
continuous-strip record forms put an end to the “stop” x 
in record writing. 


Uarco continuous-strip forms are scientifically de- 
signed to speed the flow of work by giving up-to-the- 
minute data on every business transaction. They lessen 
the possibility of error, eliminate duplication of effort 
and improve departmental co-ordination throughout the 
organization. 


It will cost you nothing to have a Uarco representative 
call and oak with you... help you co-ordinate your 
work with more efficient records. Call a Uarco business 
representative today ... or write for further details. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e¢ Offices in All Principal Cities 
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Trucks without Drivers 


Railroad, water and air transportation executives, 
® who have been striving desperately for a little 
relief from a manpower situation fast becoming intoler- 
able, got a measure of encouragement last week when 
the government’s policy committee on occupational de- 
ferments increased sharply the military draft exemp- 
tions for key workers in the 18 to 29 year age group 
in those fields. Those transportation agencies had been 
working under a deferment percentage of 30 in that age 
bracket. That percentage was stepped up to 85 for 
the railroads; 90 for the air lines; 90 for Great Lakes 
water carriers, and 80 for inland water carriers. 

The motor carriers, in many ways hardest hit by 
the manpower shortage, were not included in the per- 
centage increases. The.increases were granted at the 
insistence of the Office of Defense Transportation. Di- 
rector Johnson had expressed himself to the effect that 
“unless there is an early improvement in furnishing 
manpower and materials, our transportation system 
will be incapable of transporting the ton-miles of freight 
in 1945 that it transported in 1943 and 1944.” 

On the face of it, it would seem that the motor 
carriers should have had at least the measure of assis- 
tance rendered to other means of transportation. The 
explanation lies in the fact that the Office of Defense 


Transportation did not have the statistical manpower 
information necessary to make a persuasive plea to the 
policy committee on behalf of the motor carriers. B. R. 
Miller, executive manpower officer of the highway trans- 
port department of the O.D.T., says that individual truck 
operators, who have been slow in furnishing the infor- 
mation requested by his department, are at least partly 
to blame for the delay in affording that industry 
some manpower relief. He pointed out that motor car- 
rier operators were warned in February to file with 
the nearest O.D.T. office lists of men under 30 for whom 
they hoped to get deferments, but that the results of 
that warning indicated that motor carriers were “de- 
linquent” in the matter “or that they just don’t care.” 

Most motor carrier operators received urgent 
warnings, also, from their associations. The Central 
Motor Freight Association, for instance, said in a bul- 
letin to its members dated March 1: 

“This procedure is your one chance to save em- 
ployes between the ages of 18 through 29. There is no 
other way. Only a limited number of such men are 
going to be deferred. Your chance to keep some of 
yours will depend entirely on the speed and aggressive- 
ness with which you follow the procedure laid down.” 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 


Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 


An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of all instrumentalities of transportation. 

An Interstate Commerce Commission composed of men, 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. : 

Standardization of state regulations as to weights and 
dimensions of motor transport units. g 4 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading ¢ars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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Motor Transport Pays Its Way. . aed Wlore/ 


Aawannns - 


AXES—collected from highway users— 
built America’s roads and are maintain- 


ing them. 


The government does not subsidize the 
operators of motor vehicles. They pay their 


way—and more. 


This is the definite conclusion of one of the most compre- 
hensive and thorough government studies ever undertaken ! 


Under the title “Public Aids to Transportation”, the late Honorable 
Joseph B. Eastman, Chairman of the Interstate Commerce Commission 
and previously Federal Coordinator of Transportation, published a con- 
clusive government report which definitely settled the subsidy question. 


This monumental work was the result of seven years of careful investi- 
gation and research to determine how much, if any, government money 
is being received by the various forms of transportation. 


The work was carried on under the 
personal direction of Mr. Eastman and 
Dr. Charles S. Morgan, former Interstate 
Commerce Commission Economist. 


While so voluminous and technical as 
to prevent thorough reading by the 
average citizen, the business press of the 
country was quick to hail its masterful 
thoroughness and significance. Typical 
press excerpts are: 


“. .. report has shattered irrevocably 
the contention of the railroads that their 
highway competitors are ‘subsidized’ by 
the Government.’’—Detroit News. 

“ideal man for this job was quiet, 
learned, earnest, long-laboring Coordi- 
nator (now ICC Chairman) Joseph 8B. 
Eastman, whose honesty is honored by 
railroad men, railroad-baiters and ship- 
pers alike.’—Time Magazine. 

“. . . certain types of heavy motor 
vehicles used in competition with other 
forms of transportation have paid sub- 
stantially more than their fair share of 
highway costs.”—Wall Street Journal. 


America’s highways, like all roads 
from the beginning of history, were 


built primarily for commerce. No other 
purpose could sustain the cost of build- 
ing and maintaining these highways. But 
there have been those who have stated 
that motor transport competed unfairly 
with other types of transportation be- 
cause it did not pay for the cost of high- 
ways upon which it operated. 


This accusation was exploded once 
and for all by Eastman who said, “.. . 
there has been no public aid to motor- 
vehicle users as a class since 1926”... 
He reported that overpayments of motor 
vehicle users—consisting of State gaso- 
line taxes and registration fees, miscel- 
laneous State taxes and estimated mu- 
nicipal and county and local motor-veh- 
icle taxes—beginning in 1927, reached 
the huge total of $385,360,000 in ten 
years. The overpayments range from $5 
annually for farm trucks up to $287 for 
truck-trailers of over 5 tons capacity. 


Well over 90% of the inter-city motor 
freight handled by for-hire carriers 
travels in these truck-trailer combina- 
tions of more than 5-tons capacity. 


World's Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 





Besides the indispensable service Mo- 
tor Transport has rendered the Ameri- 
can public and American business, these 
Over-payments have lightened the bur- 
den for other highway users, particularly 
the private motorist. 


Furthermore, the payments per vehicle 
mentioned by Eastman do not include 
the so-called “legal diversion” deducted 
from highway user revenues. Neither 
are Federal excise and other general 
taxes included. 


Motor Transport pays its way— 
and more! Eastman proved this 
scientifically and conclusively. No- 
body has been able to refute him. 


* * * * * 


EASTMAN REPORT 
HIGHLIGHTS 


Highways users pay more than their 
fair share of road and street costs. Over- 
payments beginning in 1921 had reached 
the huge total of $385,360,000 by 1937. 
Highway transportation is hand:capped 
by costly restrictions (YOU, the public, 
pay for this). 


In one comparable year: 


OVERPAID 
Highway transportation ..$110,722,000 
SUBSIDIZED 
ELE ROOTES: $ 35,635,000 
i ee RTE Tee 128,528,000 
PRIDE Sacks cssdedecncksaiaiiens 21,010,009 


e Highway transportation saves con- 
sumers “tens of millions annually.” 


e The size and capacity of vehicles have 
but little influence on highway costs. 


e Theory that highways are constructed 
for government “profit” is exploded. 


e In the typical year of 1932, “for-hire” 
trucks above 114 tons capacity over- 
paid their share of highway costs by 
$4,500,000. 


* * * * * 
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Copies of forms to be used in filing the information 
were included with the bulletin. 

On March 15, as the result of the ignoring of that 
warning by many operators, the association again ad- 
dressed its members: 

“Under date of March 1, this office advised you, be- 
cause Of the increased requirements of the armed 
forces, a large number of physically fit males, especially 
those under 30 years of age, now engaged in war pro- 
duction and essential war supporting activities, would 
be called for induction during the next few weeks and 
that, in order to protect highly critical men in essential 
activities, the Selective Service System had announced 
a procedure in which no physically fit men under 30 
years of age would receive occupational deferment 
unless the necessity of these deferments had been certi- 
fied to by a claimant agency and that the Office of 
Defense Transportation was the certifying agency for 
all workers in transportation. This matter should be 
handled through your nearest district O.D.T. office. 

“In this letter, we gave you a resume of war man- 
power bulletins Nos. 1 and 2, sample forms to be filled 
out and sent to the nearest district Office of Defense 
Transportation, together with Form 42-A special re- 
vised form. 

“We are advised today by the O.D.T. that very few 
of the carriers have appealed to them through the pro- 
cedure outlined for the purpose of securing certification 
for these men. 


“We again call your attention to this important 
matter. The procedure outlined in our letter of March 
1, is your one chance to save employees between the 
ages of 18 through 29. 


“There is no other way. Only a limited number of 
such men are going to be deferred. The chance of the 
over-the-road carriers to keep some of the men in this 
classification will depend entirely upon immediate and 
prompt action.” 


It is reported that, despite the shortage of motor 
equipment, there are, in various parts of the country, 
motor trucks idle in garages because of the inability of 
the operators to keep drivers out of the draft and that 
more of those vehicles are idle because of the inability 
of operators to retain competent mechanics. The lat- 
fer are particularly important. It takes time to train 
acompetent motor mechanic. The use of men who are 
not competent not only results in delays in repair shops, 
but causes road failures through inefficient mairitenance 
and repair. All of this reduces the carrying capacity 
of the highways. 

If this were merely a matter of concern to the 
truck operators it would be bad enough. It is more 
serious, however, because of the great need for every 
ton of carrying capacity of the vehicles. The govern- 
ment has acknowledged the importance of highway 
transportation in the war effort by putting $5,000,000 
of the taxpayers’ money in operations in the northwest 
simply to keep the trucks moving. 

Looking at it from that angle, it is apparent that 
the truck operators who are “delinquent” in furnishing 


695 


the information the O.D.T. needs to persuade the policy 
committee to afford the highway carrier industry man- 
power relief comparable to that accorded to the rails, 
the airlines and the water carriers, or who “just don’t 
care,” are not merely harming themselves, but are im- 
peding the war effort. Perhaps a realization of that 
fact may serve to stir some of them out of their apathy. 
The O.D.T., it is reported, is anxious to be able to make 
the necessary representations to the policy committee. 
It will probably do so as soon as it has the figures avail- 
able. Every truck operator should see to it that he does 
not help in delaying the relief for a single day, because 
that day may be just the one on which he will lose one, 
two or a dozen of his most essential employes. 


Vacations and Premium Pay 


We are printing elsewhere in this issue a letter in 
which a station agent of the Omaha Railway at 
Woodstock, Minn., accuses us of “deliberate’”’ error in 
saying, in an editorial in the March 3 Traffic World, 
that ‘the union worker never puts in an extra minute 
that doesn’t appear as premium pay on his check.” 
The statement was made in comparing the attitude of 
the average stenographer and other office worker, as 
contrasted with the average union railroad worker, on 
the matter of occasional overtime work. While the 
use of the word “premium” may have been in error, 
in the sense that it might mean pay at time-and-a-half 
or double time rather than at straight time for the 
overtime work, we think no one will quarrel at the 
point we were trying to make. And we assure our 
correspondent that the error was not “deliberate,” but 
inadvertent. 


In fairness, however, we should say that further 
inquiry reveals that, although most station agents are 
paid overtime at the straight pay rate for hours worked 
over a stated number in a week, and premium rates 
for hours worked over a higher number, as specified 
in varying agreements, there is a comparatively small 
number whose pay rates are fixed on the basis of the 
total work performed in a month. When the perform- 
ance of that work occasionally requires remaining on 
the job after regular hours, no extra pay is received. 
Continued overtime work in such jobs, however, we 
are informed, usually leads to an adjustment upward 
in the monthly pay. 


We fail to see any cause for heat on the part of 
our correspondent at the editorial to which he objects. 
We said, among other things: 


“We are not raising objections to the vacation idea 
as such. What we are saying is that there should be 
some equity in the matter of payment for time off— 
some give and take between employer and employe in 
the matter of payment for extra time worked and 
time taken off from work.” 

The agent at Woodstock should read that sentence 
again. If there is inequity in his situation or in that 
of some other station agents, we are on his and their 
side. 
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Anti-Trust and Rate Making 


“The anti-trust laws constitute the principal legal mech- 
anism for the maintenance of a free 4nd competitive enterprise 
system in this country,” said Attorney General Biddle in his 
annual report for the fiscal year ended June 30, 1944, trans- 
mitted to Congress March 19. 

In connection with “the necessary preparation for the 
maintenance of free and competitive enterprise in our post-war 
economy, the anti-trust cases in the fields of cartels, patents 
and transportation have been of utmost significance during the 
past year,” said he. The part of the report in which the 
Attorney General deals specifically with transportation follows: 


Not only the availability of new technical processes, but the develop- 
ment of entire regions of the country, will be linked to anti-trust policy 
when we come to turn our war plants to other uses. One aspect of the 
problem relates to freight rates. It is of prime importance, particularly 
in the southern and western parts of the country, that private agree- 
ments as to freight rates should not make it impossible for war plants 
to operate on a peacetime basis. The Geneva steel plant at Geneva, 
Utah, illustrates the problem. This $200,000,000 steel plant, now owned 
by the Defense Plant Corporation, cannot operate on the basis of present 
freight rate charges to private shippers. The railroads have agreed to 
reduce their charges for government shipments but have refused to do 
so for private shipments. Shortly after the fiscal year, the department 
filed a civil complaint against 47 railroads charging that they had en- 
tered into an agreement which prevented the filing of lower tariffs with 
the Interstate Commerce Commission. The department’s position is that 
the anti-trust laws apply to private rate fixing agreements in the rail- 
road field, and that a private agreement which prohibits individual rail- 
roads from filing lower tariffs with the Interstate Commerce Commission 
not only is not sanctioned by the interstate commerce act, but, in at- 
tempting to deprive the Commission of jurisdiction to pass on lower 
rates, violates the spirit of that act as well as the Sherman act. 

Thus in every aspect of our economy, our stake in freedom from 
unreasonable combinations and restraints will be greater than ever 
before. 


Alternative Minimum Weights 


The Industrial Traffic Council of the Chicago Association 
of Commerce has asked the views of its members on a proposal 
of eastern rail carriers to establish alternative minimum weights 
and rates. In order to elicit the views of members, the council 
attached a list of twenty questions to a review of the situation, 
in which it took the position that the transportation needs of 
the public should determine the service to be furnished. 

In a covering letter, A. H. Schwietert, traffic director of 
the association, said that, when the subject was discussed at a 
meeting of the council, the members had concluded that ship- 
pers should study it “not merely from the viewpoint of a 
reduction in rates on heavily loaded cars with resulting econ- 
omies to the carriers, but also from the viewpoint of its effect 
upon commercial sales practices, the ability of customers to 
purchase the larger quantities, increased inventory and carry- 
ing cost, changes and increased cost of packaging for shipment, 
and increased cost in loading, blocking and bracing.” 

He pointed out that, while the proposal of the railroads 
was limited to a few specific commodities, it seemed proper to 
give consideration to the matter as a part of the national rate 
structure for the postwar period, and asked that members 
furnish their views at their earliest convenience because, he 
said, while the original hearing on the proposal had been post- 
poned indefinitely, there was no doubt that it would be held 
in the not too distant future. 

The fourteen-page review of the matter furnished the 
members contains an outline of the action taken by the Com- 
mission in a number of cases, and of the extent to which 
alternate minimum weights and rates are now applicable in 
various sections of the country. 

Mr. Schwietert said that further study would be given the 
matter by commodity groups after the members had furnished 
their views, and that a meeting of the council would then be 
called to consider the position to be taken when the subject 
is again placed on the docket for consideration by carrier 
committees. 


FREIGHT TRANSPORT STUDY 

The Railway Business Association has published a study, 
“Freight Transport in the United States ... Prewar, War, and 
Postwar,” writteny by P. Harvey Middleton, executive vice- 
president of the association, expressing among other things, the 
conclusion that the railroads may retain in the postwar period 
a larger proportionate share of the nation’s entire traffic volume 
than they carried in the prewar years. 

In the war period, Mr. Middleton says, the railroads’ per- 
centage of the total freight hauled has increased from about 62 
per cent in 1940 to about 71 per cent at the present time. He 
makes the further observation that about 85 per cent of all 
the rail carload traffic in prewar years consisted of items of 
freight not likely to be affected by postwar competition to any 
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greater degree than in the prewar years, but expresses a leg. 
hopeful outlook for rail less-carload traffic after the war. Truck 
speeds have been increased and schedules shortened, he says 
while the highway operators are taking advantage of every 
technical device and improved method designed to increase their 
traffic: volume. 

Among the difficulties to be faced by the railroads in the 
postwar period, he says, is the diversion of rail traffic to goy. 
ernment-aided competitors, citing the motor carriers and the 
water carriers as the beneficiaries of large government speng. 
ing in the creation and maintenance of rights of ways. As tg 
air transportation, Mr. Middleton says that “we must assume 
that the present government policy of subsidizing air trang. 
portation will continue on an extended scale in the postwar 
period,” but that it seems apparent that cargo could not he 
attracted into the air from the rails to any significant extent 
for some time because such traffic either does not indicate , 
need for great speed, or because the nature of the traffic is such 
that the sizeable rate differential cannot be lessened. 

An introduction to the study was written by Harry 4 
Wheeler, president of the association. 


I. C. 1944 WAR SERVICE 


Total freight service rendered was the second highest jp 
the company’s history; coal traffic set a new high figure; pas. 
senger travel was at an all-time high; and reportable casualties 
to employes showed the best record ever made, said W. A, 
Johnston, president of the Illinois Central System, in a com. 
mentary on 1944 performance figures for 1944. 

Freight service rendered—war and non-war—totaled 55- 
255,896,000 gross ton-miles, falling 2.4 per cent short of 1943 
he said, adding that coal traffic at an estimated 25,905,054 tons 
exceeded the 1943 record by 10.4 per cent, and that revenue 
passengers on through trains totaled 9,341,128, 9 per cent over 
1943, each carried an average of 192 miles. 

The 1,648 employes who entered military service in 1944 
brought total I. C. enlistments to 9,248, with gold stars reported 
for 110, and 456 veterans of World War II returned to the com- 
pany service. War bonds with a maturity value of $6,200,000 were 
purchased by the company for delivery to employes subscribing 
for them, mainly through payroll deductions, said Mr. Johnston. 

In 1944, he said, there were 142 defense plants and military 
establishments on or adjacent to the company’s lines, traffic 
from which increased 3.8 per cent in 1944 over 1943, and 113 
per cent over 1942, with carload traffic standing at 380,457, 
Special military travel over the I. C.—personnel moving on 
government orders and furlough movements in volume—re- 
quired the operation of 2,874 special trains accommodating 
1,361,938 passengers, according to Mr. Johnston. 

Scrap materials gathered and sold by the I. C. in 1944 
totaled 86,506 tons, he said, with scrap-paper salvage alone 
accounting for 664 tons. 

“The company’s taxes increased in 1944 to a new high of 
$58,826,409, a jump of $15,281,641 from 1943,” he said. “This 
rise and that of $6,745,972 in payrolls for current operations 
were the principal factors offsetting a $12,107,767 gain in total 
revenues in 1944. The company’s excess of income over expenses 
fell accordingly from. $25,129,122 in 1943 to $17,385,616 in 1944 
a decline of $7,743,506.” 


Vacations and Premium Pay 


Editor the Traffic World: 

In the March 3, 1945 issue of the Traffic World, under 
“Vacations and Sick Leaves” you have overreached yourself. 
In these editorials throughout the last several years you have 
seldom overlooked a chance to berate union labor and railroad 
labor in particular. In these years you have missed your guess 
several times and probably most employes who have read them 
just let them go, no doubt, thinking “Let him live and suffer.’ 
That’s been my thought but in the third paragraph in the issue 
above mentioned amongst other things you say. “On the other 
hand, the union worker never puts in an extra minute that 
doesn’t appear as premium pay on his check.” 

Personally I’d like to know whether this was a slip of the 
tongue or deliberate. Errors can be excused sometimes from 
even an editor but knowing the edge you usually put on your 
items I’m more inclined to think it deliberate. Anyway its 
false and you should know it. You probably never served 4s 
a railway station agent in a small town and very probably never 
in any other non-operating department or you would have 
known better than to ever make a statement like that. 

In case you are still inclined to think you’re right ask any 
agent in a small town to set you right. 

F. E. Weston, Agent, 
C. St. P. M. & O. Railway. 

Woodstock, Minn., March 17, 1945. 


A 


Cw ot &@ EHO rch 


wo 








TORLD 


S a legs 
. Truck 
he says, 
f every 
ase their 


IS in the 
to gov. 
and the 
it spend. 
S. As to 
; assume 
ir trans. 
postwar 
1 not be 
it extent 
dicate a 
c is such 


larry A, 


ighest in 
ure; pas- 
-asualties 
d W. A. 
1 a com- 


aled 55- 
of 1943, 
),054 tons 
t revenue 
cent over 


e in 1944 
; reported 
. the com- 
),000 were 
ibscribing 
Johnston. 
d military 
es, traffic 
, and 113 
t 380,457. 
noving on 
lume—re- 
amodating 


*. in 1944 
age alone 


w high of 
aid. “This 
operations 
in in total 
Yr expenses 
16 in 1944, 


rid, under 
d yourself. 
; you have 
nd railroad 
your guess 
read them 
ind suffer.” 
n the issue 
n the other 
ninute that 


slip of the 
imes from 
ut on your 
Anyway its 
served as 
ably never 
ould have 
at. 
ht ask any 


hilway. 


March 24, 1945 


697 


aaa, 


Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


LT TT I LDL LL MELLEL ELL DLL LDL SLL 


Seatrain Rates and Divisions 


The Commission, by an order in No. 28437, Seatrain Lines, 
Inc., vs. Akron, Canton & Youngstown et al., has dismissed the 
complaint, as amended in January of this year, in which Sea- 
train assailed as unlawfully discriminatory the alleged refusal 
of eastern railroads named as defendants in the amended com- 
plaint to agree on establishment of joint through rates in con- 
nection with Seatrain for through transportation of freight be- 
tween points in C. F. A., eastern trunk line and New England 
territory, on the one hand, and Texas City, Tex., and points 
on the lines of certain southwestern railroads, on the other. 

Seatrain said in the amended complaint that the eastern 
roads demanded for their portion of such through transporta- 
tion their full local or proportional rates, “while accepting and 
receiving as their compensation for their portion of through 
transportation charges between the same points in connection 
with the other common carriers by water, competitors of com- 
plainant, divisions of joint rates which are less than such local 
or proportional rates.” 

The Commission said in its order that dismissal of the 
complaint had been requested by the complainant. 

In the amended complaint, Seatrain said that the south- 
western roads had agreed to publishing and filing of “just, 
reasonable and nondiscriminatory” joint through rates with 
Seatrain and had agreed to divisions thereof and to the terms 
and conditions for the operation of the through routes and the 
transportation of the property involved. 


The Commission’s docket in No. 28427 contained a tran- 
script of a prehearing conference held by the parties to the 
Seatrain complaint, before Chief Examiner Ulysses Butler and 
Examiners Burton Fuller and Howard Hosmer, and according 
to the prehearing conference record there was effected at that 
time an understanding between counsel for Seatrain and counsel 
for the eastern railroads, except the attorney representing the 
Pennsylvania, the Boston & Maine, Maine Central, Long Island 
and Norfolk & Western, with respect to divisions of joint 
through rates after re-establishment of peacetime ship services 
of Seatrain from some terminal within the New York harbor 
lighterage area. The definite location of the future Seatrain ter- 
minal in the New York harbor area remained undecided, war- 
time developments having affected the possibility of resumption 
of Seatrain operations from its pre-war terminal at Hoboken, 
N. J. It was stated in the conference that, after the war, Sea- 
train might do a break-bulk business in part, and that its 
competitors in the port of New York might do “a Seatrain 
business’”—that of transporting loaded freight cars—if their 
operating rights permitted, since the patent to the Seatrain 
arrangement had now expired. 

Near the close of the conference, Parker McCollester, of 
Seatrain counsel, said he was tentatively of the view that 
“the assurances which have been given by the carriers, in 
behalf of the carriers, defendants here, other than those whom 
Mr. Eshelman (Joseph F. Eshelman) speaks for, are assurances 
on which we can proceed.” Mr. McCollester said that “we 
might on consideration choose to withdraw the complaint in 
reliance upon the assurances that have been given or leave 
the complaint to stand as against the Pennsylvania alone, but 
on the latter point I am inclined to think that we would not 
want to proceed against the Pennsylvania alone and would pre- 


fer to have no joint rates with the Pennsylvania than to continue 
the litigation.” 


Allied Van Agent Authority 


_ Saying that the applicants were already indirect bene- 
ies of the grant of nation-wide authority to Allied Van 

es, Inc., Chicago, the Commission, division 5, by a report 
and order in MC 60890 (BMC 8), Lynch Transfer & Storage 
.. Extension—Household Goods, on further hearing, has modi- 
in part, the findings in the prior report, 42 M. C. C. 411, 

and denied the applicants, of Cedar Rapids, Ia., authority to 
ee household goods between points in 24 states, effective 


“As an Allied agent-member applicants, without the au- 
thority herein sought can, and do, now hold out to the public 
and, through’ the Allied organization of which they are a part, 


actually provide service for the transportation of household 
goods in the territory covered by the instant application,” said 
the division. ‘The equipment which they use in the proposed 
extended A-service operations is either already in use by Allied 
throughout the states now proposed to be served by applicants 
to the extent of any need therefor, or it can readily be made 
available for such use by Allied, if needed.” 

In other words, the division continued, the grant to the 
applicants, independently of Allied, of the authority sought in 
the instant proceeding, would not enable them to hold out to 
the public any more extensive or any better service than that 
which, as an agent-member of Allied, they were already offer- 
ing. Continuing, the division said: 


Neither would it enable them to supply any additional service by 
making available to the public for use in the proposed extended A- 
service any equipment which cannot now readily be made available, 
through Allied, for use in C-service, not only in the states here pro- 
posed to be served, but throughout the nation, 


« The division recited that in Allied Van Lines Common Car- 
rier Application (MC 15735 and Same, Sub. 1) (see Traffic 
World, Nov. 18, 1944, p. 1287), where were described the rela- 
tionship between Allied and its agent-members, including the 
applicants in the instant proceeding, it was found that so-called 
A-service operations previously conducted in Allied’s name 
were, in legal effect, the individual operations of the various 
agent-members. It was also found, continued the division, that 
so-called C-service operations had been conducted under Al- 
lied’s control and responsibility to both shippers and the gen- 
eral public in a manner to make them, in legal effect, the 
operations of Allied. It said that it had authorized continuance 
of nation-wide C-service operations by Allied, which was the 
cooperative instrumentality of the applicants in the instant 
proceeding as well as of others. Continuing, it said: 


There is no need, again, to review here the relationship between 
Allied and applicants. There is no claim of record that such relation- 
ship differs in any degree from that between Allied and its agents 
which was described at length in the report just cited. This being 
true, the instant application must be construed as seeking only author- 
ity for extended A-service operations by applicants in territory in which 
Allied, as found in the case cited, already conducts C-service operations, 


The division further said that duplicating authority now 
held by the applicants came about by reason of their “grand- 
father” clause rights. 


Commissioner Patterson, dissenting, said: 


The majority deny the authority sought by applicants because it 
would duplicate that granted by them to Allied Van Lines, for which 
applicants are so-called hauling agents. Denial on this ground is un- 
tenable, as the Allied Van Lines case has been reopened for reconsid- 
eration and oral argument before the Commission and what, if any, 
authority will be finally granted it has not been determined. 





Texas Package Car Forwarder 


The Commission, on reconsideration in FF 71, Texas Pack- 
age Car Co., Freight Forwarder Application, embracing also 
FF 68, National Carloading Corporation Freight Forwarder 
Application, has issued a permit to Texas Package Car Co. 
for the forwarding of commodities generally in interstate com- 
merce over routes embracing coastwise common carriers by 
water from the District of Columbia and all points in 21 states 
to all destinations in Texas, Louisiana, Oklahoma, New Mexico, 
and Arizona. The Commission also amended a permit pre- 
viously issued to National Carloading Corporation so as to 
exclude the right of National to utilize coastwise water car- 
riers from and to the same points. Both permits would be 
effective May 9, the Commission said. 

The Commission said that in the original report in FF 71, 
260 I. C. C. 117, division 4 found, among other things, that a 
majority of the capital stock of Texas Package Car Co. was 
owned by National Carloading; that National Carloading now 
held a permit to perform services that included those pro- 
posed to be performed by Texas; and that issuance of a 
permit to Texas would not be consistent with the public interest 
and national transportation policy. It said division 4 denied 
the application. In the prior report on reconsideration, 260 
I. C. C. 325, continued the Commission, the findings of divi- 
sion 4 as well as the conclusion that the application should be 
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denied, were affirmed. It said the proceedings had been opened 
for reconsideration on joint petition of Texas and National. 
Continuing, the Commission said: 


The past service of applicant over a period of years demonstrates 
that it is ready, willing and able to perform such service as soon as 
the coastwise water carriers resume normal operations, and upon can- 
cellation of the existing lease arrangement between it and National 
described in the original report in No. FrF-71. The facts that applicant’s 
service as a freight forwarder has been disrupted because of the na- 
tional emergency, and that physical operation of applicant’s service 
has been leased to National during such emergency, do not bar the 
issuance of a permit to applicant. Pan-Atlantic Carloading Dispatch 
Service, Inc., 260 I. C. C. 92. 


Commissioner Miller, dissenting, said, among other things, 
that the instant report granted Texas a separate permit and 
revoked, in pre. the authority previously granted National 
principally, if not solely, for the purpose of protecting the 
interest of the minority stockholders of Texas. Such action, 
he continued, was, in his opinion, not in the public interest 
and wholly unnecessary. 

“The limitation contained in the permits granted herein 
indicate that forwarded operations by overland routes are not 
considered to be competitive with similar operations via water 
routes from and to points in the same general territories,” said 
Commissioner Miller. ‘It would seem, therefore, that all the 
outstanding freight forwarder permits are severable and that 
the holders thereof may transfer portions of their authority 
covering operation by particular types of carriers to persons 
who are ready, able and willing properly to perform such 
service. This could result in a multiplicity of duplicating and 
competitive services, with consequent unsound and uneconom- 
ical conditions.” 


B. & O. Refunding Plan 


“It is apparent from the evidence that the plan of adjust- 
ment has been formulated looking to a generally prosperous 
future, but with the full realization on the part of the appli- 
cant that there will probably be years or periods of depression 
as there have been in the past, so that a substantial part of 
the interest is to be, and should be, placed on a contingent 
basis,” said the Commission in its report in Finance No. 14775, 
Baltimore & Ohio Railroad Company Debt Adjustment. 

The authorized adjustment was outlined by the Commis- 
sion in its memorandum announcement of March 12 (see Traf- 
fic World, March 17, p. 640) the day the application was 
approved. 


The Commission said in its report it was of the opinion 
that the plan was in the best interests of each class of creditors 
and the stockholders as its provisions were aimed at averting 
probability of financial difficulties in the future, in the event 
of which the stockholders and holders of unsecured claims 
would be the most seriously affected. 


“We are of the opinion that the plan would be improved 
if the contingent interest were not to be fully cumulative, 
but any plan containing provisions that would call for less 
than all the interest payments prescribed by the original terms 
of the bonds would not be consistent with an adjustment of 
this character and possibly would not receive sufficient sup- 
port to make its consummation possible,” said the Commis- 
sion. “One of the essential features of the plan is the extension 
of the bonds so as to prevent the grouping of maturities within 
a short space of time.” 


Mahaffie’s Views 


Commissioner Mahaffie, dissenting in part, referred to the 
1938 plan of the B. & O. under which the company extended 
the maturity and modified the terms of its obligations because, 
he said, they were unable to meet them as they matured. 
He said the extensions were for short periods and modifica- 
tions of interest requirements did not decrease the ultimate 
interest burden, and added that the 1938 proposal was pre- 
sented on the theory that the applicant’s difficulties were only 
temporary. In part, he continued as follows: 


As I view it, the first plan failed because of the timidity of its 
framers. They contented themselves with nibbling at the troubles beset- 
ting the property when a drastic operation was required. Probably this 
temporizing was induced largely by the attitude of the security holders 
who were unwilling, or perhaps constitutionally unable, to face realities. 
By this time, however, security holders must realize that interest can 
be paid.and maturities can be met only as earnings warrant; that 
fixed maturities, and even fixed interest, in the absence of adequate 
earnings, are a delusion; and that insistence on them, in such circum- 
stances, is more likely to be productive of ‘‘headaches’’ than of cash 
receipts. 

The 1938 plan, despite unprecedented earnings, has failed. The 
operation must now be done over. The reason it failed is the fact 
that it did not sufficiently postpone maturities. This plan greatly 
improves on it in that'respect. It is intended to provide a 20-year 
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breathing spell instead of 6 or 8. Probably that will suffice. I hope go 
But why take the chance? In general, and except for that defeg 
the new plan is well devised. It spaces maturities and it Provides 
for reduction of the various bond issues by reasonably adequate sinkin 
fund provisions. In my opinion, it should be modified by extending 
all issues affected for equal additional periods. I would prefer 20 years 
This would allow 40 years instead of 20 years for the sinking funds to 
work in reduction of principal before the company is again confronteg 
with a large maturity. (As approved $84,563,276 will mature January 1 
1965). So modified I think we would have support for and could properly 
make the statutory findings. As the plan is approved in the repor 
I find it impossible to join in making them. 


New Haven Reorganization 


In a supplement report in Finance No. 10992, New York 
New Haven & Hartford Railroad Co. Reorganization, the Com. 
mission, division 4, has granted authority to the protective 
committee for holders of Old Colony Railroad Co. 4 per cent 
bonds and first mortgage gold bonds, series A, B and C, to 
continue to solicit authorizations from holders of such bonds, 
and to continue to use, employ, or act under or pursuant to 
the terms and conditions of the amended authorizations, sub. 
ject to conditions prescribed in the supplemental report. 

The report showed that members of the protective com- 
mittee were Arthur S. Dewing, Hermon Holt, Jr., Arthur w. 
Newell, William D. Elwell, Paul B. Bittinger and John £ 
Walker, and that the committee had obtained conditional 
authority from the Commission, in the prior report and order 
in this proceeding dated July 2, 1941 (247 I. C. C. 247), to 
act for and represent the holders of the Old Colony bonds 
in question in accordance with an approved agreement in the 
New Haven reorganization proceedings. The Commission said 
that that agreement set forth June 1, 1944, as its expiration 
date, and that the committee now believed that the present 
status of the proceedings required that it continue to repre. 
sent the bondholders. The Commission said the committee pro- 
posed to amend the agreement so as to extend its duration 
to such time as a plan of reorganization for the Old Colony 
should have been carried into effect, but not beyond June 1, 
1949, except by mutual agreement subject to Commission ap- 
proval, and to increase the maximum expenses and liabilities 
of the Committee from $25,000 to $100,000. It added that the 
committee had represented holders of bonds in the amount 
of $4,500,000 out of a total of $14,348,000 outstanding with 
the public, and now expected to obtain at least $1,000,000 of 
additional authorizations. The Commission said that in its 
opinion the agreement should be amended to provide for a 
limit of $75,000 for all expenses of the committee since its 
origin, and that the contribution from each bondholder should 
not exceed $15 for each $1,000 bond. 


N. Y. S. & W. Reorganization 


By a supplemental report in Finance No. 11681, New York, 
Susquehanna & Western Railroad Co. Reorganization, the entire 
Commission has modified the plan of reorganization previously 
approved by it for that railroad (see Traffic World, July 23, 
1944, p. 255) by increasing the amount of income bonds from 
$2,500,000 to $4,000,000, thus boosting the total capitalization 
to $15,952,844, as against $14,452,844 in the reorganization plan 
previously approved, and by making adjustments in the alloca- 
tion of securities to the several classes of creditors except the 
Terminal mortgage bondholders. 

Modification of the reorganization plan set forth in the 
prior report and order of division 4, 257 I. C. C. 593, was sought, 
the Commission said, by the insurance group, the trustee of the 
debtor’s estate, the trustee under the mortgage of the Midland 
Railroad Co. of New Jersey, the trustee under the Paterson 
Extension mortgage, the trustee under the general mortgage, 
a group of holders of general-mortgage bonds, the protective 
committee for holders of general-mortgage bonds, and Edith 
Merritt. 

Capitalization of the company under the reorganization 
plan as modified, the Commission said, comprised the following: 
$452,844 of equipment obligations; $2,000,000 of 4 per cent 
Terminal bonds; $3,000,000 of 4 per cent first and consolidated 
mortgage bonds; $4,000,000 of 4% per cent general mortgage 
income bonds; $3,000,000 of 5 per cent preferred stock, and 
$3,500,000 of common stock, “35,000 shares, no-par value, stated 
at $100 a share.” 

The new securities of the reorganized company, the Com- 
mission said, would be distributed, for each $1,000 bond of the 


old company or each $1,000 of unsecured claim, approximately 
as follows: 


Terminal first mortgage 4 per cent bonds, $1,000 for $1,000; first and 
consolidated mortgage bonds, $507.78 to holders of Midland bonds and 
$328.09 to holders of refunding bonds; general mortgage mcome bonds, 
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.72 to holders of Midland bonds and $295.17 to holders of refunding 
ponds; preferred stock, $730.91 to holders of refunding bonds, $263.46 
to holders of second mortgage bonds, and $57.01 to holders of general 
mortgage bonds; common stock, at $100 a share, $1,150 to holders of 
second mortgage bonds, $923.06 (including $3.89 representing partici- 
pation with unsecured creditors in unmortgaged assets, subject to re- 
adjustment on basis of final determination of amount of unsecured 
claims) to holders of general mortgage bonds, $1,200 (in addition to 
proportional share of noncarrier property) to Paterson Extension mort- 
gage trustee, and $163.33 (subject to adjustment on basis of final déter- 
mination of amount of unsecured claims) to unsecured creditors. 


The modified plan provided further, the Commission said, 
for an increase from $85,000 to $130,000 through May 1, 1950, 
and from $65,000 to $85,000 thereafter, of the amount payable 
into the additions and betterment fund; for reduction of the 
amounts payable into the security-retirement fund from amounts 
equal to 50 per cent of common stock dividends to amounts 
equal to 20 per cent of such dividends; for a cumulative pro- 
vision with respect to the sinking fund of $20,000 a year for 
the retirement of the Terminal mortgage bonds and later the 
first and consolidated mortgage bonds, and for elimination from 
the plan, because “the circumstances do not warrant inclusion,” 
of a provision for rejection of certain contracts with the New 
York Central interests relative to trackage rights of the Susque- 
hanna’s so-called northern and southern extensions near the 
Edgewater terminal for application in the event of a holding 
by the court that such contracts might not be rejected by the 
debtor’s trustee but might be rejected by the plan. 

Total “initial” annual charges under the modified plan, 
according to the report, would be $621,623, including $209,623 
on fixed interest debt and $150,000 on preferred stock dividends. 


Terminal Allowance Reports 


The Commission has issued two reports in its proceedings 
under Ex Parte 104, Practices of Carriers Affecting Operating 
Revenues or Expenses, Part II, Terminal Services. The pro- 
ceedings involve terminal services at the plants of the Great 
Lakes Steel Corporation, Ecorse (Detroit), Mich., and Spencer 
Kellogg & Sons, Inc., Decatur, IIl. 

In its report in the Great Lakes proceeding, the Commission, 
on further hearing, modified, with conditions, the findings in 
the prior report, 210 I. C. C. 9, that the respondent railroads’ 
obligations under the interstate line-haul rates did not extend 
beyond certain railroad-owned tracks situated near the plant 
entrance, and that payment by them of an allowance to that 
company for service beyond those points was unlawful. The 
prior report was modified, provided that the routing of certain 
hot metal trains in the plant was changed. With respect to this 
proposed change, the Commission related: 


In its exceptions to the examiner’s proposed report and on argu- 
ment, the steel company, without conceding that such interference 
could or would exist, offers, if we conclude that the hot metal train 
operations would interfere with the switching which it seeks to have 
respondents perform, to change the route of the hot-metal trains and 
cease weighing cars of molten metal in the plant yard... . ‘The pro- 
posed routing would eliminate the interference due to the hot metal 
train operations as now conducted, which we conclude would be en- 
countered by respondents, not only if they were to perform the service 
sought in delivering scrap and brick and switching cars to and from 
buildings 1 to 8, but also in interchanging cars in the plant yard. It is 
conceded by the steel company that the proposed operations would in- 
terfere with the placement of scrap on the described tracks in the 
southern part of the plant. As before stated, the industry withdraws 
its request for such deliveries and asks that the scrap be placed on 
that part of the plant’s west running track south of the plant yard 
and north of the proposed junction of the proposed new route with 
the west running track. 


__ Material changes had been shown, the Commission con- 
tinued, since the prior hearing, so far as the intercharge tracks 
found to be reasonable points for the receipt and delivery of 
carload freight were concerned. Those tracks, it said, were now 
Inadequate for the purpose designated, and the respondent rail- 
toads were now requiring the steel company to accept delivery 
of loaded cars at their Tecumseh and South yards instead of on 
the tracks designated by “division 6,” and the industry now had 
2 tracks in the plant yard adjoining the entrance of the respon- 
dent’s tracks into the plant. It said the present method of 
operating the hot metal trains would also require use of the 
Same segment of the west running track 12 times a day and 
would undoubtedly interfere with the respondents in delivering 
and receiving cars in the plant yard. The Commission con- 
tinued: 

If the routing of hot metal trains is changed as suggested, how- 
ever, we conclude that the plant yard is a reasonably convenient place 
for the interchange of carload freight and it is the respondent’s duty 
to interchange all inbound and outbound interstate carload shipments 
reasonably accessible tracks in the plant yard on which cars may 

received and delivered by respondents at their reasonable convenience 
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in uninterrupted movements as distinguished from selected tracks 


specified by the industry for the receipt and delivery of particular com- 
modities, 


_ The Commission said the steel company asked for repara- 
tion for the expense incurred by it in switching cars to and 
from the Tecumseh and South yards and for unreasonable de- 
murrage charges it said it was required to pay. 

“The powers and authority conferred on us by section 
13(2) of the interstate commerce act to institute investigatioys 
on our own motion and to make and enforce orders in such 
proceedings is subject to the exemption that we may not issue 
‘orders for the payment of money’,” continued the Commission. 

Citing Jeanneret v. Chicago, B. & O. R. Co., 17 Fed. (2d) 
978, the Commission said: “As this investigation was instituted 
on our own motion we have no jurisdiction to award repara- 
tion.” 

The Commission said an order would not be entered at 
this time but that if, after the suggested change in the routing 
of the hot metal trains was made, the respondent railroads 
should refuse or fail to receive and deliver cars on the tracks 
in the plant yard, the matter might again be brought to the 
Commission’s attention. 

Commissioner Miller entered a concurring opinion and a 
dissenting opinion was filed by Commissioner Alldredge in which 
he said he was authorized to state that Commissioner Mahaffie 
joined him in that expresion. 


Spencer Kellogg & Sons, Inc. 


In the Spencer Kellogg & Sons, Inc., proceeding, in the 
seventy-third supplemental report of the Commission, prepared 
by Commissioner Patterson, it was found that a reasonable 
charge in addition to the line-haul rates should be made for 
special deliveries, or pulling and spotting cars of coal on cer- 
tain tracks after the first placement, and for all extra or addi- 
tional switching service required to obtain cars off of and to 
replace them on other tracks in order to use them in reaching 
or replacing cars on “track 4,” and that failure to assess a 
charge for such services was in violation of section 6 of the 
interstate commerce act. Continuing, the Commission said: 


We further find that with those exceptions the line-haul rates cover 
the switching performed by respondents at the plant of Spencer Kel- 
logg at Decatur. Ill., that it is respondents’ obligation to perform such 
services, and that they are not violating any provision of the interstate 
commerce act by doing so without additional charges. 


In its order attached to the report, the Commission directed 
the Wabash and Illinois Central railroads to cease and desist 
from the unlawful practice found, on or before May 10, and 
thereafter. 

Pointing out that Spencer Kellogg operated its soya-bean 
processing plant about 1.75 miles from the classification yard 
of the Wabash railroad at Decatur, and that the Wabash and 
Illinois Central tracks were adjacent to the plant on different 
sides, the Commission said: 


The evidence, although not conclusive, indicates that all empties 
can be placed and all loaded cars moved outbound in one switch a 
day by the Illinois Terminal and the Wabash. It also indicates that 
all inbound loaded cars can be handled by those carriers in one switch 
a day, except during the height of the harvest season which the above 
table indicates is in October. Enormous quantities of soya beans are 
then received at Decatur for the several processors located there, and 
at times the tracks of the Illinois Terminal are so congested that it is 
unable to accept shipments from its line-haul connections. Under such 
circumstances it is to the interest of the carrier to have the cars de- 
livered and unloaded at the several plants as expeditiously as possible 
and more than one delivery a day is necessary as a practical operating 
matter. We conclude that the additional switches during the peak 
season are made for the carriers’ convenience and benefit, are not a 
concession to the industry, and may be made at the line-haul rates. 

A different situation is present where at other times the carriers 
are requested by Spencer Kellogg to make special deliveries of cars 
between normal switching periods. That is a special and additional 
service solely for the benefit of the industry and it is unlawful for the 
carrier to render it without assessing a charge therefor. 

In view of the conclusions reached herein it is not necessary to 
consider whether a study made by the Illinois Central purporting to 
compare the time it takes to switch the Spencer Kellogg plant with 
the time required to switch team tracks and other industries at De- 
catur, was properly excluded. 


The Commission further said that the duty rested on the 
industry whose plant was switched by rail carriers at the line- 
haul rates to maintain trackage facilities that would enable 
the carriers to perform the terminal services at their reasonable 
convenience. 


“The carriers are under no obligation to make special or 
additional deliveries to meet the convenience or needs of 
the industry at the line-haul rates,’”’ said the Commission. “Cars 
which it is necessary to hold on the carriers’ tracks because of 
congestion on the industry’s tracks are constructively delivered 
and subjected to demurrage. It is not meant that under no 
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circumstances may a carrier make more than one delivery a 
day. It may do so when the additional deliveries are made 
in the interest of the carriers’ operating efficiency, to secure 
the prompt release of the equipment, or to prevent congestion 
of the carriers’ tracks.” 

Continuing, the Commission said: 


A carrier may not, however, perform any special or preferred serv- 
ice for a shipper or, when placement has once been made, perform any 
additional service not incident to its other necessary operations with- 
out compensation in addition to that included in the line-haul rates. 


Commissioner Lee concurred in the result, and Commis- 
sioner Aldredge, in a dissenting opinion, said, among other 
things, that he dissented from the “fundamental legal precept 


‘expressed in this report and from the ultimate findings.” He 


said he was authorized to state that Commissioners Aitchison 
and Mahaffie concurred in his expression. 


Indemnity Bond and Bill of Lading 


In a report in No. 29062, Capital Grain & Feed Co. vs. 
Louisville & Nashville et al., the Commission, division 2, has 
found not shown to be unreasonable or unduly prejudicial a 
provision of the Consolidated Freight Classification prohibiting 
delivery of a shipment to a consignee partnership in advance 
of surrender of the bill of lading under an indemnity bond 
executed by members of the partnership. 

The assailed provision, the Commission said, was included 
in sections 3 and 4 of rule 7 of Consolidated Freight Classi- 
fication No. 15, as amended by supplement No. 31, effective 
July 10, 1943. The Commission reproduced section 3 in full 
in its report, showing that that section required surrender of 
original bill of lading, properly endorsed, before delivery of 
the property therein prescribed, except that under specified 
conditions, the property might be delivered in advance when 
the person entitled to the property presented to the carrier as 
a substitute for the bill of lading security in the form, among 
others, of a specific indemnity bond or a blanket indemnity 
bonds. The rule, as reproduced in the report, contained the 
furthgr provisions that: 

_ Ali bonds of indemnity must be satisfactory to the accept- 
ing carrier as to form, amount, and surety. A bond executed 
by a partner as surety for his firm shall not be accepted. 

The latter provision, said the Commission, was the sub- 
ject of the complaint. It said the defendants’ reason for pro- 
hibiting acceptance of a bond executed by a partner as surety 
for his firm was that, under the laws of Alabama and other 
states, the members of an unlimited partnership were jointly 
and severally liable for all debts of the firm, and a bond 
executed by the members furnished no added security. It 
said the carriers would accept a bond executed by an individual 
other than a member of the partnership “because such a bond 
does furnish additional security.” 

In further discussion, the Commission said. 


Complainants object to the amended rule on the grounds tnat it 
will result in added costs of operation and cause delays in the handling 
of shipments. The cost of a corporate bond is $37.50 a year for each 
carrier, or $150 a year for the four carriers which deliver most of 
complainants’ tonnage. They refer also to possible additional expense 
in the unloading of cars because of labor kept idle while awaiting the 
receipt of bills of lading before cars may be placed on their siding, 
and to possible additional expense due to necessary extra trips by trucks 
to the freight depot for less-than-carload shipments. Their only refer- 
ence to specific instances of actual delay or added expense, under oper- 
ation of the amended rule, is to two shipments which arrived at team 
tracks of the Louisville and Nashville Railroad Company the day that 
defendant canceled the blanket bond executed by complainants. 

Complainants would have experienced no delay in the release of 
these cars if they had furnished the Louisville & Nashville with a bond 
within the requirements of the amended rule. Nor under such a bond 
would they incur added expense for labor in unloading cars or for 
trucking, as described. They would not necessarily be subjected to an 
expense of $150 a year for bonds executed by an individual other than 
a member of the partnership, rather than by a corporation. Bonds 
for the release of shipments at Montgomery, one executed for a part- 
nership by an individual not a member of the firm, and one executed for 
a corporation by an officer thereof in his capacity as an individual, 
were described of record. 


Express Rates in the South 


By a report in Fourth Section Application 19262, express 
rates from, to, and between points in the south, embracing 
Fourth Section Application 19263, as amended, the Commis- 
sion, Division 2, has found that truck competition described in 
the report “constitutes a special case within the meaning of 
section 4,” justifying the granting, subject to conditions, of the 
relief sought by Railway Express Agency, Inc., for establish- 
ment of any-quantity commodity express rates, on merchandise 
and perishable products, equivalent to the corresponding all- 
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rail 1. c. 1. first to third class rates on like traffic moving with, 
an approximate radius of 560 miles between principal jobpbj 
points and other stations served by the Express Agency soyt, 
and east of the Potomac, Ohio and Mississippi Rivers and ¢¢. 
tain points in adjacent territories, without observing the lop. 
and-short-haul and aggregate-of-intermediates provisions ¢ 
Section 4 of the act. The relief granted was set forth in Foupy, 
Section Order 15277. Temporary relief had been authorizy 
by Fourth Section Orders 11143 and 11562, as supplement 
The Commission noted that first-class normal express rat, 
were approximately double the first-class truck or rail rats 
and much more than double the second and third class raty 
It said that normal express rates applied for distances g§ pre 
ceeding 360 miles because over such distances express seryig § to! 
generally was superior to that of trucks and that these norm § % 
express rates generally exceeded the aggregate of the inte. 


mediate rates reduced to rail and truck rate levels by th my | 
Express Agency. cal 
gré 

* 6 Pu 
Commission Reports f 

of 

‘An asterisk before the docket number means that the report N. 
will not be printed in full in the permanent series of Commission an' 
reports. Mimeographed copies of such reports in full may be ob to 


sained by prompt application to the Commission.) 
Cement 


I. and S. 5303, Cement, Speed, Ind., to Bristol and Norton J. 
embracing also fourth-section application No. 20990, Cement Ch 
from Indiana and Kentucky to the South. By the Commission, by 
division 2. Proposed increased rates on cement, in carloads —§ 
from Speed, Ind., to Bristol, Va.-Tenn., and Norton, Va., foun 
not just and reasonable. Suspended schedules ordered can. Se 
celled and proceeding discontinued. Authority to establish ani 
maintain rates on cement and cement clinkers, in carloads, § cx 
from Speed, Ind., to certain points in southern territory, ani — Li 
from Limedale, Ind., and Kosmosdale, Ky., to points in Virginia At 
in trunk-line territory, without observing the long-and-short- a 
haul provision of section 4 of the interstate commerce att, 
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*MC 105088, James B. Angle, Wheatland, Wyo., common 
carrier. Certificate denied. Applicant’s proposed transporte D 
tion of livestock between Wheatland and points within 60 miles B 
thereof, on the one hand, and, on the other, Denver, Colo., over 
irregular routes, found partially exempt under section 203 (b) E 
(6) of the interstate commerce act. The Commission said that : 
since the applicant proposed to set aside a truck to be used : 
only in connection with the transportation of livestock for com- ¢ 
pensation and of coal, that moved in private carriage, the prv- \ 
posed operation did not come within the certificate or permit 1 
— of the act. Commissioner Lee concurred in the 
result. 


*MC 52110, Sub. 26, Brady Transfer & Storage Cow Fort 
Dodge, la., extension. Certificate granted, with conditions, Get- 
eral commodities, with exceptions, serving points in the New 
York City commercial zone, except New York, N. Y., Hoboker, 
and Jersey City, N. J., to the same extent that applicant was 
presently authorized in MC 52110 to serve New York, N. Y, 
in both regular and irregular route operations, subject (1) 10 
a restriction precluding service in either regular or irre 
route operations between points both of which were located 
east of the Ohio-Pennsylvania state line, and (2) to the further 
condition that the authority granted in the instant proceeding, 
together with that now held by applicant, should be construed 
as a unified operating right and non-severable. 

*MC 101686, Sub. 5, Berwick Transporters, Inc., Linden, 
N. J., contract carrier. Permit denied, Chairman Rogers dis 
senting. Liquid petroleum asphalt, in bulk, in insulated tank 
trailers equipped with heating attachments, from Baltimor®, 
Md., to York and Lancaster, Pa., and Gloucester City, N. J. 
and from Paulsboro, N. J., to Lancaster, Pa., over irregula! 
routes. 

*MC 14554, Sub. 3, W. L. Mead, North Fairfield, 0. & 
tension. Certificate granted, with conditions. General commoé- 
ities, with exceptions, between specified points in Mass., Cont. 
R. I. and O. ' 

*MC 105083, Henry J. Melig, Milwaukee, Wis. Certificate 
granted as to “commodities, which, because of unusual siz 
or weight, require special handling and the use of § 
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equipment,” between specified points in Wis., Ill., Ia. and Minn., 
over irregular routes. 


MOTOR FINANCE CASES 

MC-F-2565, James A. Skaggs—Control and Purchase—Consolidated 
Transfers, Inc. Acquisition by James A. Skaggs, doing business as 
James A. Skaggs Transfer, of Greensburg, Ky., of control of Consoli- 
dated Transfers, Inc., of Jamestown, Ky., through ownership of capital 
stock, and concurrent purchase by the former of the operating rights 
and property of the latter, approved and authorized, subject to condition. 

MC-F-2740, Pacific Freight Lines—Issuance of Notes. Authority 
granted Pacific Freight Lines, of Los Angeles, Calif., to issue promis- 
sory notes in aggregate principal amount not exceeding $500,000, the 
proceeds to be used to purchase new motor vehicles, to provide addi- 
tional working capital, and for other corporate purposes. Application 
denied in other respects. 

MC-F-2762, Briggs Transfer Co.—Lease—Mueller Transportation Co. 
Application for authority under section 210a(b) of Briggs Transfer Co., 
of Whitehall, Wis., for temporary operation of portions of the motor- 
carrier rights of Mueller Transportation Co., of Minneapolis, Minn., 
granted March 17, 1945, with conditions. 

MC-F-2594, Fred N. Dorn—Control; Dorn’s Transportation, Inc.— 
Purchase—Selley’s Express, Inc. Purchase by Dorn’s Transportation, 
Inc., of Rensselaer, N. Y., of the operating rights and certain property 
of Selley’s Express, Inc., also of Rensselaer, ahd acquisition by Fred 
N. Dorn, of North Chatham, N. Y., of control of said operating rights 
and property through said purchase, approved and authorized, subject 
to condition. 

MC-F-2622, Isadore Karzen—Control; Northwest Cartage Service Co. 
—Purchase—Milton K. Karzen et al. 

1. Purchase by Northwest Cartage Service Co., of Chicago, IIl., 
of operating rights and certain property of Milton K., Sam, and Louis 
J. Karzen, partners, doing business as Northwest Cartage Service, of 
Chicago, and acquisition of control of said operating rights and property 
by Isadore Karzen, also of Chicago, through said purchase, approved 
and authorized, subject to condition. 

2. Acquisition by Isadore Karzen of control of Northwest Cartage 
Service Co. through ownership of capital stock, approved and author- 
ized. 

MC-F-2587, E. W. Stimble, Jr.—Purchase—Adams Transfer & Storage 
Co. Purchase by E. W. Stimble, Jr., doing business as The Service 
Line, of St. Joseph, Mo., of certain operating rights and property of 
Adams Transfer & Storage Co., of Kansas City, Mo., approved and 
authorized, subject to condition. 

MC-F-2575, Chas. T. Livezey—Control; The Ohio Cartage Co.—Pur- 
chase—Atlantic Trucking Co. Purchase by The Ohio Cartage Co., of 
Columbus, O., of the operating rights and property of Atlantic Trucking 
Co., of Huntington, W. Va., and acquisition of control of said operating 
rights and property by Chas. T. Livezey through said purchase, approved 
and authorized, subject to condition. 

MC-F-2645, Galen William Enfield—Purchase—National Freight 
Lines, Inc. Purchase by Galen William Enfield, doing business as 
Enfield Motor Freight, of Cambridge, Iowa, of certain operating 
rights of National Freight Lines, Inc., of Chicago, Ill., approved and 
authorized, subject to condition. 

MC-F-2676, W. R. Rivers et al.—Control; Rivers Truck Lines— 
Purchase—Loyd Bond. Application for authority under section 210a(b) 
of Rivers Truck Lines, of Meridian, Miss., for temporary operation of 
portions of the motor-carrier rights of Loyd Bond, doing business as 
Bond Motor Lines, of Jackson, Miss., granted March 19, with conditions. 

MC-F-2549, Glenn E. Breeding and Irene Breeding—Purchase— 
Ernest W. Lyman (Ralph W. Porter, Trustee), embracing MC-F-2626, 
Glenn E. Breeding and Irene Breeding—Purchase—Tri-State Motor 
Transport, Incorporated. Purchase by Glenn E. Breeding and Irene 
Breeding, partners, doing business as Breeding Motor Freight Lines, 
of Muskogee, Okla., of (a) operating rights and property of Ernest 
W. Lyman (Ralph W. Porter, Trustee), doing business as Lyman 
Truck Lines, also of Muskogee, and (b) certain operating rights and 
property of Tri-State Motor Transport, Incorporated, of Joplin, Mo., 
approved and authorized, subject to condition. 

MC-F-2641, P. W. Keely—Purchase—E,. W. Irwin and Roy L. Irwin. 
Purchase by P. W. Keely, doing business as Valley Motor Freight, of 
New Castle, Pa., of certain operating rights and property of E. W. 
Irwin and Roy L. Irwin, partners, doing business as Irwin Trans- 
portation Company, of Erie, Pa., approved and authorized, subject to 
condition. 

MC-F-2545, Morgan B. and Anna M. Shipley—Control; Atlantic 
Freight Lines, Inc.—Purchase—Morgan B. Shipley. Purchase by At- 
lantic Freight Lines, Inc., of Uniontown, Pa., of operating rights of 
Morgan B. Shipley, of Uniontown, and acquisition of control df said 
operating rights by Morgan B. and Anna M. Shipley, also of Union- 
town, through said purchase, approved and authorized, subject to 
condition. 

MC F-2530, S. A. and Wilma L. Markley—Control; Melton Transport 
Co., Inc.—Purchase—H. M. Melton. Application of Melton Transport 
Co., Inc., of Denver, Colo., for authority to purchase opefating rights 
and certain property of H. M. Melton, dba Melton Transport Co., 
of Greeley, Colo., and S. A. and Wilma L. Markley, both of Denver, 
for authority to acquire control of said operating rights and property 
through said purchase, denied. 


COMMISSION ORDERS 

MC-C 383; United Parcel Service of Pennsylvania, Inc., filing of 
contracts and schedules, and MC-C 388, United Parcel Service of New 
York, Inc., et al., exemption from regulations. Petition of United Parcel 
Service of Pennsylvania, Inc., for deletion of certain portions of report 
of division 2 in said proceedings and for modification of certain findings 
contained in said report, or for oral argument, and petition of United 
Parcel Service of New York, Inc., and United Parcel Service of Cin- 
cinnati, Inc., for reconsideration and vacation of order of division 2, 
or for oral argument, denied. 
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MC-C 441, Ehrlich Newmark Trucking Co., 
Express, Inc. Complaint dismissed. 

MC 200, Riss & Co., Inc., common carrier application. Reopened for 
reconsideration solely to determine whether restriction ‘‘St. Louis, Mo., 
to be served as destination point only’’ appearing in Appendix B of 
report of division 5 on further hearing, 21 M. C. C. 521, in connection 
with a specified route between Chicago, Ill., and Denison, Tex., should 
be removed so as to authorize operation at St. Louis without restric- 
tion. Order of November 27, 1944, vacated insofar as it denies applicant 
right to serve St. Louis, Mo., unrestricted. 

MC 1425, Sub. 1, Overland Freight Lines, Inc., extension, petroleum 
products. Reopened for reconsideration. 

MC 1441, W. H. Merrill, grandfather application, MC 1441, Sub. 1, 
W. H. Merrill, contract carrier application, and MC 1441, Sub. 2, W. H. 
Merrill, extension, southern Texas. Reopened for reconsideration solely 
to determine what modification is required, if any, in description of 
commodities authorized to be transported in permits issued to applicant 
in above proceedings. 

MC 18303, Melvin Bekins and Paul Bekins, broker application, and 
MC 18304, Bekins Van & Storage Co., broker application. Reopened for 
further hearing. Order of November 17, 1944, vacated. 

MC 86779, Sub. 7, Illinois Central Railroad Co., extension, Dubuque, 
Ia. Reopened for reconsideration in order to determine what modifica- 
tion, if any, should be made with respect to condition 3 imposed in 
report and order of October 2, 1944. 

W-751, Commercial Barge Lines, Inc., extension applications. Effec- 
tive date of second amended certificate and order of January 1, post- 
poned to April 26. 

No. 29127, Johnson City Foundry and Machine Co. vs. Birmingham 
Southern et al. Complaint dismissed. 

No. 29235, Carnation Co. vs. C. M. St. P. & P. et al. 
dismissed. 

1. & S. 5311, Routing restrictions, south to K. C. S. Ry. Points. 
Respondents under special permission having filed tariffs effective Janu- 
ary 17, cancelling suspended schedules, proceeding discontinued. 

1. & S. 5318, Forest products, Diboll, Tex., to Fort Smith, Ark. 
Respondents under special permission having filed tariffs effective Feb- 
ruary 10, cancelling suspended schedules, proceeding discontinued. 

MC-C 465, Sausage Manufacturing Co., Inc., vs. North Braddock 
Motor Lines. Complaint dismissed. 

W-377, River Terminals Corp., applications. Applicant granted leave 
to file its petition for modification of certificate and order so as to 
authorize general towage, and said petition received and filed in pro- 
ceeding. Said petition for modification of certificate and order so as 
to authorize general towage, denied. 

No. 29026, Vulvan Mold & Iron Co. vs. B. & O. et al. Reopened for 
reconsideration. Order of October 26, 1944, further modified to postpone 
effective date thereof until further order of Commission. 

No. 25728, Hoboken Manufacturers’ Railroad Co. vs. Abilene & 
Southern et al., and No. 25878, New Orleans & Lower Coast Railroad 
Co. vs. A. C. & Y. et al. Request of certain defendants for postponement 
of effective date of order of October 13, 1941, denied. 

MC-F 2598, Motor Freight Express, purchase, Conestoga Trans- 
portation Co. Application dismissed. 

MC 3701, Sub. 3, Westwood Transportation Co., extension, Teaneck, 
N. J., Highway S-1 and Tonnelle Avenue and MC 3705, Sub. 3, West- 
wood Transportation Lines, Inc., extensions, Teaneck, N. J., Highway 
S-1 and Tonnelle Avenue. Reopened for further hearing only insofar 
as applicants seek authority to operate between Ridgefield Park and 
Hackensack, N. J., over so-called Teaneck extension. 

MC 104798, Guy Olee Gwyn, Common carrier application. Reopene¢ 
for further hearing. 

No. 28960, Diamond Fertilizer Co. et al. vs. Aberdeen & Rockfish et 
al., and No. 28960, Sub. 1, American Agricultural Chemical Co. vs. 
Same. Petition of complainants in No. 28960 for reconsideration as to 
reparation, and petition of complainant and interveners International 
Agricultural Corp. and International Minerals & Chemical Corp. in 
Sub. 1 for reconsideration of findings as to unreasonableness of rates 
in past, denied. ° 

No. 28984, Durez Plastics & Chemicals, Inc., vs. C. M. St. P. & P. 
et al. Reopened for reconsideration. 

W-352, Southern Pacific Co. (Southern Pacific Steamship Lines- 
‘Morgan Line’’), common carrier application. Motion of Seatrain 
Lines, Inc., protestant, for order vacating and annulling certificate 
granted applicant, overruled. 


Inc., vs. Friedman’s 


Complaint 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 14819, Louisville & Nashville 
Railroad Co. Acquisition and Construction, authorizing acquisition and 
construction by the Louisville & Nashville Railroad Co. of lines of 
railroad in Harlan County, Ky. Approved. 


FINANCE APPLICATIONS 

MC F-2777, Los Angeles-Albuquerque Express, Inc., Denver, Colo., 
incorporated in Colorado on February 15, 1945, asks authority to 
purchase, for $275,000, operating rights and property of George C. 
Lebeck, dba Los Angeles-Albuquerque Express, of Los Angeles, Calif., 
as a motor common carrier operating between Los Angeles and Denver. 
The application contains the information that Illinois-Colorado Express 
is the true beneficial owner of all the outstanding stock of Los Angeles- 
Albuquerque Express, Inc., ‘‘subject to application for merger under 
docket MC F-2696."’ 

MC F-2778, Mlinois-Colorado Cargo Carriers, Inc., dba _ Illinois- 
Colorado Express, Denver, Colo., asks authority to acquire control of 
Los Angeles-Albuquerque Express, Inc., of Denver. According to the 
application, the transactions in MC F-2777 and in the instant application 
contemplate an exchange of stock between The Winter-Weiss Co. (a 
non-carrier) and the stockholders of Illinois-Colorado Express, with 
25 per cent of the common stock of Winter-Weiss to be distributed to 
stockholders of Illinois-Colorado Express, as merged with T. & M. 
Transportation Co. The application adds that ‘‘when and as the 
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approval of the Commission is obtained to the transaction herein, addi- 
tional stock will be bought from Illinois-Colorado Express, which will 
in turn buy all of the stock from Los Angeles-Albuquerque Express, 
Inc., the consideration in each instance being $400,000. 

MC F-2779. Atlantic States Motor Lines, Inc., High Point, N. C., 
asks authority to purchase operating rights of Willard R. Ramsay, dba 
Reliable Transfer of York, York, Pa., motor common carrier of general 
commodities between York,on the one hand, and, on the other, Wash- 
ington, D. C., Hagerstown, Md., Reading, Pa., and Lebanon, Pa., and 
between Lancaster and Lititz, Pa., for $25,000; and R. L. Brinson, owner 
of majority interest in R. L. Brinson Co., which is owner of all stock 
of Southern Oil Transportation Co., asks authority to control operations 
to be atquired from Ramsay, through ownership and control of Atlantic 
States Motor Lines, Inc. Atlantic States Motor Lines also asks tem- 
porary authority for operation of properties of Reliable Transfer of 
York. 

MC F-2780, Clarence Meddock, dba Meddock Truck Line, Los An- 
geles, Calif., asks authority to purchase that part of the operating 
rights of Whiting Brothers Freight Line, of Holbrook, Ariz., covering 
operations west of Holbrook to Los Angeles, Calif., now operated by 
Meddock under lease approved by the Commission in MC FC-30022. 

Finance No. 2781, Highway Express Lines, Inc., Philadelphia, Pa., 
asks authority to purchase certain operating rights of Kirby’s Express, 
Inc., Wildwood, N. J. 

Finance No. 2782, Denver Chicago Trucking Co., Inc., Denver, 
Colo., asks authority to purchase certain operating rights and property 
of Adams Transfer & Storage Co., Kansas City, Mo. 

Finance No. 2783, R. Mowbray Davidson, Herman Sperling, and 
Raymond E. Moore, dba Gibbs Truck Line, Boise, Ida., ask authority 
to purchase, and temporarily to operate, certain rights and property of 
Wade C. Campbell, dba Gibbs Truck Line, Boise, Ida. 

Finance No. 14862, Louisville & Jeffersonville Bridge & Kailroad 
Co., asks authority to issue $7,500,000 aggregate principal amount of 
four per cent promissory demand note or notes, to evidence advances 
made or to be made to the applicant by the Big Four, or for account 
of the Big Four and at its request by the New York Central, lessee of 
the Big Four properties. The applicant said all of its capital stock was 
owned by the Big Four which, from 1926 to 1929, made advances to the 
applicant on book account to provide funds for reconstruction of its 
bridge across the Ohio River. 

MC F-27844, Clayton L. Palmer, dba Palmer Lines, Great Barrington, 
Mass., asks authority to purchase certain operating rights of Gilbert 
John Kirk, dba Kirk’s Express, Pittsfield, Mass. 

MC F-2785, Fay V. Watson, Ray E. Watson, and Thomas W. Wat- 

son, Omaha, Neb., ask authority to control, and Watson Bros. Trans- 
portation Co., Inc., Omaha, authority to purchase and merge into its 
presently held operating authority certain operating rights of Freight, 
Ine., Akron, O. 
MC F-2786, Southwestern Freight Lines, Southpeck Corporation, 
Midland Security Co., and Victor F. Palmer, Phoenix, Ariz., ask author- 
ity to purchase certain property, lease certain operating rights, and 
temporarily to operate certain property of Clarence Meddock, dba 
Meddock Truck Line, Los Angeles, Calif. 


PETITIONS FOR REHEARING, ETC. 


No. 29038, Sioux Steel Co. vs. A. T. & S. F. et al. Complainant asks 
for reconsideration by entire Commission and for a modified finding 
of order of division 2 of January 20. 

MC-F 2780, Clarence Meddock, dba Meddock Truck Line, lease, 
Whiting Brothers Freight Line. Meddock Truck Line asks for authority 
temporarily to operate motor carrier properties of Whiting Brothers 
Freight Line. 

1. & S. M-2298, Boots, shoes, paints, in New England, and I. & S. 
M-2303, Boots and shoes, New England points to New York. New 
England Motor Rate Bureau, Inc., asks Commission to indefinitely stay 
order previously entered to extent that same would require restoration 
of previously effective rates, to vacate orders previously made and 
permit present rates to remain effective, dnd to reopen proceeding. 

W-751, Commercial Barge Lines, Inc., extension applications. Pro- 
testant, Arrow Transportation Co., asks for reopening and reconsidera- 
tion, or institution of a new proceeding. 

W-751, Commercial Barge Lines, Inc., extension application (upper 
Tennessee River extension). Applicant asks for reconsideration by 
division 4 of report and order of January 1. 


ALL-FREIGHT RATES TO SOUTH 


Respondents in the proceeding had, under special permis- 
sion, filed tariffs effective on or before February 19, canceling 
the schedules under suspension, the Commission said in an 
order in I. and S. No. 5283, All Freight, North Atlantic Ports 
to South, by which it discontinued the proceeding. 

In that case, an investigation instituted by the Commission, 
division 2, Examiner Mattingly had recommended in a proposed 
report that the Commission find not justified a proposal of 
certain northern and southern railroads to establish all-com- 
modity rates from New York City, Philadelphia and Baltimore 
to Chattanooga, Atlanta and Birmingham, and a further pro- 
posal to establish “any-quantity” rates of 65 per cent of first 
class on all commodities taking higher rates, from New York, 
Philadelphia and Baltimore to points on the Central of Georgia 
over water-rail routes by way of Savannah, Ga. see Traffic 
be Aug. 26, 1944, p. 495, Oct. 7, p. 901, and Oct. 21, p. 

In the order of discontinuance, the Commission noted that 
the schedules in question had been suspended by the Commis- 
sion’s order until August 30, 1944, and that the respondents 
had voluntarily deferred the effective date of the schedules 
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pending disposition of the investigation and suspension Dro- 
ceeding. 


Railroad Abandonments 


Employe Protection 


Railway labor organizations have petitioned the Commis. 
sion for reopening and reconsideration in four abandonment 
proceedings. In each instance it was requested that the Com. 
mission’s order be amended to include the same conditions as 
those applying in Finance No. 14426, Chicago, Burlington 4 
Quincy Railroad Co. Abandonment, for protection of adverse} 
affected employes. The petitioners also asked that, if the Com. 
mission was not disposed to fix such conditions, it amend it, 
order in each instance to extend its jurisdiction for an adj. 
tional two years. The Order of Railway Conductors, the Orde 
of Railroad Telegraphers, the Brotherhood of Locomotive Fire. 
men and Enginemen, and the Railway Labor Executives Agg. 
ciation filed a petition for reopening and reconsideration jp 
Finance No. 13773, Atchison, Topeka & Santa Fe Railway (y 
Abandonment; the firemen and enginemen and the labor exegy. 
tives in Finance No. 14017, Nashville, Chattanooga & St. Louis 
Railway Co. Abandonment, and in Finance No. 14025, Chicago 
St. Paul, Minneapolis & Omaha Railway Co. Abandonment: 
and the labor executives in Finance No. 14044, Louisiana % 
Arkansas Railway Co. Abandonment. 


F. W. & D. C. NOTES 


Acting on a supplemental application by the Fort Worth 
& Denver City in this proceeding, the Commission, division 4 
by an order in Finance No. 14540, Fort Worth & Denver City 
Railway Co. Notes, has modified the authority previously 
granted to the applicant in an order issued May 26, 1944, by 
which issuance of a promissory note of not exceeding $1,444,50) 
in connection with acquisition of certain equipment was ap. 
proved, so as to limit to $1,392,624 the amount of the note or 
notes that might be issued under the authority granted. Ac. 
cording to the modifying order, the applicant had advised the 
Commission that it had issued a note in the amount of $1,392- 
624 - had stated that the remaining $51,876 would not be 
issued. 


B. & O. CONSTRUCTION 


Noting that, “for good cause shown,” the Baltimore & Ohio 
has not been able to construct a line in Nicholas county, W. 
Va., within the time specified by the Commission in the author 
ization thereof in Finance No. 14253, Baltimore & Ohio Rail- 
road Co. Operation and Construction, and that the applicant 
has requested an extension of time from December 31, 1944, to 
December 31, 1945, for completion of the construction, the 
Commission, division 4, by an order in that proceeding, has 
granted the time extension requested by the applicant. It said 
the certificate authorizing the construction was issued July 30, 
1943. 


POTASH FROM THE WEST 


On reconsideration in No. 28921, American Potash & Chen- 
ical Corporation vs. Aberdeen & Rockfish et al., the Commis: 
sion, division 2, has modified the findings in its prior report in 
this proceeding, 258 I. C. C. 743 (see Traffic World, Sept. § 
1944, p. 618), so as to authorize continuation of arbitraries now 
added by certain New England carriers to the transcontinental 
group A rate on muriate of potash and sulphate of potash, in 
carloads, from Trona, Calif., to New England. 

The Commission observed that in the prior report it hai 
found, among other things, that the assailed rate on muriate 
of potash and sulphate of potash, in carloads, minimum 80, 
pounds, from Trona to points in New England, would be ut 
reasonable for the future to the extent of its excess over 4 
rate of $13.60 a net ton, and that, on petition of defendant 
railroads, it had reopened the proceeding for reconsideration 
in respect of New England arbitraries. Additional discussio 
in the report on reconsideration was limited to the following: 

“Petitioners point out that, to numerous points on the lines 
of the Bangor & Aroostook Railroad Co. and several other New 
England carriers, arbitraries ranging as high at $2.40 per ion 
are now added to the transcontinental group A rate on this 
traffic, and they ask that a continuation of these arbitraries 
authorized. Complainant assents to the proposal. Complainant 
did not assail the arbitraries, and the evidence does not wal 
rant cancellation or any modification thereof. Certain NeW 
England carriers were authorized in the eastern class ralt 
investigation and in Iron and Steel Articles, 168 I. C. C. 107, © 
add arbitraries to rates based on scales of class rates and 
iron and steel articles, prescribed for application in 0 
territory.” 
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March 24, 1945 


Proposed Reports 


Northwest Dairy Forwarder 


Examiners Leonard Way and O. G. Barber, in a proposed 
report in FF-94, Northwest Dairy Forwarding Co., Freight For- 
warder Application, have recommended that the Commission 

t a permit to Northwest Dairy Forwarding Co., Duluth, 
Minn., for the forwarding of specified commodities from points 
in Iowa, Minnesota, North Dakota, South Dakota, and Wis- 
consin, to points in Illinois, Massachusetts, Minnesota, New 
Jersey, New York, and Pennsylvania. The examiners said a 
substantial portion of the traffic handled by Northwest was ob- 
tained from small creameries and produce dealers located in 
rural communities who did not have sufficient tonnage to ship 
in carload lots, or storage facilities to enable them to accumu- 
late such tonnage. The applicant’s principal assembly points, 
said the examiners, were Minneapolis, Minn., and Madison, 
Wis., and the principal break-bulk points New York, N. Y., 
Philadelphia, Pa., Boston, Mass., and Chicago, II]. 

The examiners propose that the Commission find, among 
other things, that— 

Applicant is under common control with a partnership 
known as Northwest Butter and Egg Co.; the partnership is a 
shipper in its relation to applicant; notwithstanding such com- 
mon control, the present and proposed service is and will be 
consistent with the public interest and with the national trans- 
portation policy declared in the act; and that applicant is other- 
wise qualified under section 410. 

Saying that Northwest did not desire authority to perform 
future operations in Nebraska, Maryland, and the District of 
Columbia, the examiners recommended that the portion of 
their requesting authority to serve such points be 
dismissed. 


Burlington Motor Operations 


Examiner Irving J. Raley, in a proposed report in MC 
F-2551, Burlington Transportation Co.—Purchase—Kenneth C. 
Headley, has recommended that the Commission approve, with 
conditions, the purchase by Burlington Transportation Co., 
Chicago, a subsidiary of the Burlington railroad, of certain 
operating rights and property of Kenneth C. Headley, doing 
business as Headley Transfer, Broken Bow, Neb. The examiner 
said that under an agreement of December 31, 1943, as amended 
at a hearing, Burlington Transportation would purchase, for 
$40,000, Headley’s regular-route general commodity interstate 
and intrastate operating rights between various Nebraska points, 
and some equipment. 

The examiner recommended that if the proposed authority 
were granted and exercised, the operating right purchased 
should be coincidentally modified so as to limit the service 
authorized to that which was auxiliary to, or supplemental of, 
Burlington train service, and so that transportation of freight 
was not authorized over the route between, or to, from, or 
through more than one of the following points: Omaha, Grand 
Island, and Alliance, Neb. Continuing, the examiner said: 


In conducting its operations over the route sought to be acquired 
paralleling the railroad’s line, vendee would receive much of the freight 
normally transported by the railroad, diverted to it for movement 
wholly by truck, and other freight would be interchanged between 
them. Freight would also be solicited directly from shippers by vendee 
and moved by it wholly by motor vehicle, at all-motor rates and on its 
own bills of lading, in a service independent of and competitive with 
the railroad’s holding out to perform service on such traffic between 
the same points. The railroad would thus have under its control for 
offering to shippers two alternative modes of transportation as well as 

combined rail-motor service. Under such unrestricted service by 
vendee, competing motor carriers would be faced with the double com- 
= weapon of rail and motor-vehicle under control of the rail- 


In making his recommendation, the examiner said, he 
Was Cognizant of the wholly unrestricted nature of the present 
operations of Burlington Transportation, but that, in his opin- 
ion, this situation should not be further extended. Continuing, 

examiner averred: 


As the recommended findings herein will not include authority to 
aoe any of vendor’s operating rights except those between Omaha 
and Alliance, over U. S. highways 6, 34, and 83 and Nebraska highway 


Railroad, Water, and Motor Transport 
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2, via Lincoln, Grand Island, and Broken Bow, the parties may reduce 
the consideration proposed to be paid without further authority herein. 


Trailer Transport by Water 


Describing the applicant’s proposed water line as “‘a unique 
departure from established methods of transportation,” Exam- 
iner R, M. Brown, in a proposed report in W-911, H. E. Savage, 
Jr., Application, has recommended that the Commission find 
that the applicant has not shown that he is fit or able to engage 
in operation as a common or contract carrier by self-propelled 
vessels, and that the application should be denied. The exam- 
iner also proposed that the Commission find the exemptions 
provided by section 303(e),(f), and (g) of the interstate com- 
merce act not applicable to the proposed transportation. 

The proposed water line, continued the examiner, would 
provide a service for the exclusive use of motor carriers, 
whereby loaded trailers could be transported by water between 
the respective ports covered in the application. To accomplish 
this purpose, the examiner said, the applicant would use vessels 
adapted to this character of operation, preferably of the LST 
type, and having a capacity of approximately 50 trailers. He 
related that the applicant had in mind an end-loading vessel of 
2,000 tons, powered by diesel engines with an aggregate of 
2,000 horsepower, and capable of maintaining an average speed 
of 15 knots. Continuing, the examiner said: 


Truckers desiring to use the water route would drop their loaded 
trailers at designated port terminals and later assume possession at 
such ports as they might specify. The lading would remain intact. 
Responsibility for loading and unloading the vessels would rest with 
applicant. Neither the tractors nor any of the truckers’ employees 
would accompany the trailers. Applicant says that he would have no 
knowledge of the contents of the trailers and no relation with the 
shippers of the commodities. He would establish a uniform charge per 
trailer, payable by the motor carrier. ‘This charge would not be re- 
flected in the truck rates for the through service and there would be 
no saving to the consignor or consignee of the goods. At least that is 
the present intention. Applicant assumes that the truckers would 
operate within the scope of their established routes, merely using the 
boat line in lieu of part of their over-the-road haul. 


_ It was expected, continued the examiner, that numerous 
truckers would use the proposed service and that the appli- 
cant’s truck line would do likewise, probably to a greater 
extent than any other motor carrier. He said those truckers 
supporting the application did so because of the applicant’s 
assurance that he was willing to act as a common carrier by 
water and to limit his service to for-hire carriers subject to 
part II of the act. 

The proposed service, averred the examiner, would operate 
via the Atlantic Ocean, Chesapeake and Delaware Bays, and 
other east coast inland water routes between Norfolk, Va., 
Baltimore, Md., Wilmington, Del., Philadelphia, Pa., New York, 
N. Y., Providence, R. I., and Boston, Mass. 

“For present purposes it must be recognized that no car- 
rier by water is or has been engaged in the character of opera- 
tions contemplated by applicant, although there is a well- 
defined inference that at some time in the future other carriers 
along the Atlantic seaboard might consider it expedient to 
initiate a similar service, subject to the necessary authorization 
and the acquisition of suitable equipment,” said the examiner. 

The application, said the examiner, was for operations as 
a contract carrier by self-propelled vessels, but was submitted 
in the alternate, a certificate under section 309 (c) of the act 
being sought in the event the Commission should find that the 
proposed service would be that of a common carrier. He said 
the applicant claimed exemption under the provisions of section 
303(e) and (f) covering his entire operations. 

Motor-carrier operations of the applicant had been con- 
ducted with a degree of success, said the examiner, adding, 
however, that it did not necessarily follow that he would be 
equally successful in the operation of a boat line. 

“Certainly, the evidence does not warrant the conclusion 
that he is qualified, by training or experience, to engage in 
transportation by water,” continued the examiner. “Further- 
more, his assets are by no means sufficient to finance the 
acquisition of vessels and other facilities, to furnish adequate 
working capital, and to provide a margin of safety during ab- 
normal periods. Applicant concedes that considerable addi- 
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tional capital would be required and that this must be obtained 
from sources not presently identified with his organization.” 

With respect to the applicant’s claims of exemption, the 
examiner said: : , 


Applicant does not qualify under section 303(f)(1) as a carrier 
entitled to the exemption therein provided. Obviously, he is not a 
carrier by railroad. Although his present status, as an individual, is 
that of a motor carrier subject to part Il, he would not conduct the 
proposed water operations as an individual or as a motor carrier. Ap- 
plicant’s present intention is to form a corporation for the sole pur- 
pose of operating the boat line. Apart from these considerations, and 
even assuming that the operations would be conducted by a motor 
carrier subject to part II, there are other reasons why section 3U3(f)(1) 
could not be invoked. ... 

The exemption intended by section 303(f)(2) would permit appli- 
cant, or a successor corporation, to supply specified transportation for 
other carriers subject to parts I, II, or III of the act, and without the 
necessity of applicant water carrier or the corporation obtaining a 
certificate, permit, or order from the Commission. But such transpor- 
tation would be limited to the performance, within terminal areas, of 
transfer, collection, or delivery services; or tloatage, car ferriage, light- 
erage, or towage. For reasons similar to those previously stated, appli- 
cant’s proposed operations would not be included in those categories. 


Saying that the term “ferry” necessarily implied transpor- 
tation for a short distance, almost invariably between two 
points only, and unrelated to other transportation, the exam- 
iner cited Port Richmond & Bergen Point Ferry Co. vs. Hudson 
County, 234 U. S. 317, 332, and other cases including Ann 
Arbor R. Co., Common Carrier Application, 250 I. C. C. 490, 
and Pere Marquette Ry. Co. Common Carrier Application, 260 
I. C. C. 206. He continued: 


The principles announced in the cases cited, as applied to the facts 
in the present proceeding, require the conclusion that applicant’s pro- 
posed transportation of loaded trailers would not be a ferry operation 
subject to exemption under section 303(g), but would constitute line- 
haul transportation between distant ports. 


NEGRO PASSENGER COMPLAINT 


Examiner J. Edgar Snider, in a proposed report in No. 
29129, Yolanda Varnett vs. Texas & Pacific Railway Co., has 
recommended that the complaint be dismissed and that the 
Commission find that the defendant’s failure to furnish dining- 
car service to the complainant, a member of the Negro race, 
in its dining car in connection with a journey made by the 
complainant begun on February 10, 1944, from St. Louis, Mo., 
to Dallas, Tex., did not subject the complainant to undue and 
unreasonable prejudice or disadvantage. The examiner said 
the record was convincing that substantial equality of treat- 
ment and service with respect to the use of dining facilities 
was furnished by the defendant to all persons. 


Motor Proposed Reports 


chRecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
pecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed bw other parties, or 
*he order has been stayed or postponed by the Commission. State 
‘n which omplicant has home office is shown in “black face’ type, 
with name of town or city following.) 


Massachusetts (Boston)—-MC 3717, Sub. 5, Joseph L. Coyle, 
extension. Certificate proposed. Frozen foods between Boston 
and Gloucester, Mass., on the one hand, and, on the other, 
Westbury, Long Island, N. Y., over irregular routes. 

Massachusetts (Somerville)—-MC 7681, Sub. 3, Roger E. 
Bowlby, extension. Denial of certificate proposed. Household 
goods between Massachusetts points, on the one hand, and, on 
‘the other, points in 20 specified states and the District of Co- 
lumbia, over irregular routes. 

Alabama (Mobile)—MC 50655, Sub. 16, Gulf Transport 
Co., extension. Denial of certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between specified Kentucky points. 

Colorado (Denver)—MC 48958, Sub. 4, Illinois-Colorado 
Cargo Carriers, Inc., extension. Certificate proposed, with con- 
ditions. General commodities, with exceptions, between speci- 
fied Iowa, Nebraska, and Illinois points, provided that authority 
granted in the instant proceeding and any authority the ap- 
plicant might acquire as a result of the proceeding in MC 
F-2696, to the extent that they duplicate, should not be con- 
strued as granting more than one operating right. 

Colorado (Denver)—MC 48958, Sub. 5, Illinois-Colorado 
Cargo Carriers, Inc., extension. Certificate proposed. General 
commodities, with exceptions, serving as intermediate or off- 
route points those in the Chicago, Ill., commercial zone other 
than Chicago, in connection with its presently authorized oper- 
ations from and to Chicago. Same commodities, between Chi- 
cago and Peoria, Ill., over a described route, and return, for 
operating convenience cnly in connection with applicant’s pres- 
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ently authorized operations, and without service at Peoria, 
at intermediate points, except points in the Chicago commer. 
cial zone as provided. The report recommended that service 
over this route should be restricted to the transportation of 
traffic moving between points in the Chicago commercial zone 
on the one hand, and, on the other, Glenwood, Ia., and Points 
west thereof. 

Maryland (Bel Air)—-MC 105331, Sub. 1, B. Y. Thompson, 
contract carrier. Denial of permit proposed. Propane gas, jp 
cylinders, from Hummelstown and Ephrata, Pa., to Bel Air 
ma. and of empty gas cylinders on return, over irregulg 
routes. 

New York (New York)—MC 82477, Morris Lane and Hattie 
Kaplan, contract carrier, embracing also Same, Sub. 1, extep. 
sion. Denial of permit proposed in MC 82477. Motion-pictur 
film, accessories and advertising matter customarily used jp 
connection with the exhibition of such pictures, between New 
York, on the one hand, and, on the other 72 points in New 
Jersey, embraced in the “grandfather” application, over irreg. 
ular routes. Permit proposed, with conditions, in MC S04 
Sub. 1. Same commodities, between same points as aforemen. 
tioned, plus 12 additional New Jersey points embraced in the 
extension application. The report said that the applicants were 
entitled to authority under the “grandfather” clause in MC 
82477, but that in view of the examiner’s findings with respect 
to the extension application, MC 82477, Sub. 1, the application 
in MC 82477 should be denied. 

Wyoming (Fairview) — MC 95688, Sub. 6, Charles w. 
Brown, extension. Certificate proposed. Cheese, serving Idaho 
Falls, Ida., as an intermediate point for delivery only, in con. 
nection with presently authorized regular route operation from 
Afton, Wyo., via Alpine, Wyo., to Pocatello, Ida. 

Indiana (Bath)—MC 105438, H. D. Miller, common car. 
rier. Certificate proposed. Fertilizers from Columbus, O., and 
points and places in the Cincinnati, O., commercial zone, except 
the portion lying in Kentucky, to points and places in Franklin 
and Union counties, Ind.; animal and poultry feeds from points 
and places in the Cincinnati commercial zone, with the noted 
exception, to points and places in Franklin county, Ind.; and 
livestock between points and places in Franklin and Union 
counties, Ind., on the one hand, and, on the other, points and 
= in the Cincinnati commercial zone, with the noted excep- 

ion. 

Illinois (Mt. Carmel)—MC 105433, Herb Groff, common 
carrier. Certificate proposed. Livestock from points in Wabash 
county, Ill., to specified Indiana points; and coal from specified 
— points to points in Wabash county, IIl., over irregular 
routes. 

Indiana (Richmond)—MC 105423, Sub. 1, Winton Tibbs, 
contract carrier. Permit proposed. Commodities dealt in by 
chain department stores, from Richmond, Ind., to Indiana and 
Ohio points within 25 miles of Richmond, and repossessed, used, 
and returned or rejected shipments of those commodities on 
return, over irregular routes. 

Indiana (Princeton)—-MC 105166, Sumner Chevrolet Co, 
Inc., common carrier. Denial of certificate proposed. Passen- 
gers and their baggage, express, mail, and newspapers in the 
same vehicle with passengers, between Evansville, Ind., and 
Mt. Carmel, Ill., and return, over a described route, serving all 
intermediate points. 

Minnesota (Red Wing, Rural Route 2)—-MC 105159, Sub. 1, 
Alton S. Lawrence, common carrier. Certificate proposed. 
Sewer pipe, septic tank pipe, drain tile, and similar commodi- 
ties, from Red Wing, Minn., to Wisconsin points in a described 
area, and lumber and lath from Wisconsin points in a described 
area to Red Wing, Minn., all over irregular routes. 


Colorado (Grand Junction)—MC 104951, Sub. 1, W. R 
Hall, common carrier. Certificate proposed. Household goods 
between points in Colorado located on and west of the conti- 
nental divide, on the one hand, and on the other, points in 
described areas of Colo., N. M., Ariz., Utah, and Wyo.; heavy 
machinery between points in four Colorado counties and be 
tween those points, on the one hand, and, on the other, points 
in Utah and New Mexico; natural gas and petroleum machin- 
ery, materials, supplies, and equipment between points in four 
Colorado counties, and between those points, on the one hand, 
and, on the other, points in described areas of Utah and New 
Mexico; and livestock between points in six Colorado counties, 
on the one hand, and, on the other, points in Colorado and 
Utah, all over irregular routes. 

Minnesota (Minneapolis)—-MC 66924, Sub. 2, Peter Niko 
laisen, extension. Certificate proposed. New furniture and new 
pianos, uncrated, from points in Illinois and Michigan, except 
Grand Rapids, to Minneapolis and Saint Paul, Minn., 
rejected shipments of such commodities, from Minneapolis 
Saint Paul to points in Illinois and Michigan, except G 
Rapids, all over irregular routes, traversing Indiana, Iowa, 
Wisconsin for operating convenience. 

Illinois (Chicago)—MC 4405, Sub. 126, Dealer’s Transport 
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Co., extension. Certificate proposed. New trucks, new tractors, 
new truck chassis, new truck bodies, and parts thereof, in ini- 
tigl movement, by driveaway and truckaway methods from 
Ardmore, Pa., to points and places in eleven states, and rejected 
shipments on return, over irregular routes, traversing W. Va., 
Q,, and Ind., for operating convenience only. 

Texas (Fort Worth)—MC 1968, Sub. 29, David C. Hall, 
extension. Certificate proposed. General commodities, with 
exceptions, between Dallas, Tex., and Shreveport, La., over 
J. S. highway 80, serving no intermediate points. The report 
said that an application for authority similar to that sought in 
the instant proceeding was denied by the Commission, division 
5,on May 15, 1943, in Same, Sub. 23. In the instant proceed- 
ing, the report continued, the applicant presented evidence in 
support of the proposed operation that had not been submitted 
in connection with th eprior application. 

Texas (Fort Worth) — MC 9259, Sub. 23, Bowen Motor 
Coaches, extension. Certificates proposed. Passengers and their 
baggage, Express, newspapers, and mail in the same vehicle 
with passengers, between Eastland and Stamford, Tex., over 
a described route, serving specified intermediate points. 

Kansas (Wichita)—-MC 85108, Sub. 5, W. A. Burch, exten- 
sion. Denial of certificates proposed. General commodities, 
with exceptions, serving points in the Kansas City, Mo.-Kan., 
commercial zone, in connection with applicant’s presently auth- 
orized ‘ae between Oklahoma City, Okla., and Chi- 
cago, Ill. 

. Kentucky (Middlesboro)—-MC 105456, Joe Wakin, contract 
carrier. Permit proposed. Commodities dealt in by chain de- 
partment stores, between Middlesboro, on the one hand, and, 
on the other, points and places in one Virginia and three 
Tennessee counties, over irregular routes. 

Nebraska (Crofton)—-MC 105359, Dale Roosendaal, com- 
mon carrier. Denial of certificate proposed. General commodi- 
ties, with exceptions, between Crofton and points in Nebraska 
within 35 miles of Crofton, on the one hand, and, on the 
other, Yankton, S. D.; livestock and farm commodities, be- 
tween Crofton and points in Nebraska within 15 miles of 
Crofton, on the one hand, and, on the other, points in Iowa 
and South Dakota; and agricultural implements and parts, 
including binder twine, building materials, and farm supplies, 
from Sioux City, Ia., to Crofton and points in Nebraska within 
15 miles of Crofton, over irregular routes. 

Maryland (Baltimore)—-MC 105410, Robert J. Gnau, com- 
mon carrier. Denial of certificate proposed. Drugs, groceries, 
and spices, between Baltimore, Md., and Washington, D. C., 
over U. S. highway 1. 

South Dakota (Huron)—MC 105282, C. H. Fliss and Atley 
L. Hegg, common carrier. Denial of certificate proposed. 
Household goods, between South Dakota points, on the one 
hand, and, on the other, points in N. D., Ia., Minn., and Neb., 
over irregular routes. 

Massachusetts (Springfield)—-MC 105318, Primo Maggi, 
common carrier. Denial of certificate proposed. Road building 
materials, between Springfield and points in Massachusetts 
within 10 miles of Springfield, on the one hand, and, on the 
other, Connecticut points, over irregular routes. 

Texas (Wichita Falls)—-MC 65571, Sub. 2, Rainbow 
Coaches, extension. Certificate proposed. Passengers and their 
baggage, express, newspapers, and mail in the same vehicle 
with passengers, between Olney and Albany, Tex., over a 
described route, serving intermediate points. 

Alabama (Anderson)—-MC 105449, Collins P. Joiner, com- 
mon carrier. Certificate proposed. Passengers and their bag- 
gage, and mail, express, and newspapers in the same vehicle 
With passengers, between Rogersville, Ala., and Pulaski, Tenn., 
over a described route, serving all intermediate points. 


Illinois (Freeport)—-MC 105390, Edward Kaney, contract 
carrier. Denial of permanent permit proposed. Recommended 
Commission consider granting temporary authority for dura- 
tion of war emergency for operation as common carrier of 
gasoline and fuel oil, in bulk, in tank trucks, from Whiting 
and East Chicago, Ind., and Coralville, Ia., to Freeport, IIl., 
and rejected shipments on return, over irregular routes. 


Colorado (Paonia)—-MC 104867, Sub. 2, Carl H. Bement, 
common carrier. Certificate proposed. Household goods, be- 
tween specified Colorado and Utah points; emigrant mov- 
ables, between specified Colorado, Nebraska, and Kansas points; 
and livestock, used farm machinery, and agricultural com- 
modities (including fresh fruits), between specified Colorado, 
Nebraska, Kansas, and Utah points, all over irregular routes. 

Idaho (Caldwell)—-MC 104534, Sub. 2, James Vermaas, 
extension. Certificate proposed. Passengers and their baggage 
M special operations between the J. R. Simplot Dehydrating 

. Plant near Caldwell, on the one hand, and, on the other, 
tario, Ore., and specified Oregon points. 

North Carolina (Winston-Salem)—MC 104282, Sub. 1, J. R. 
Yarbrough, comnion carrier. Denial of certificate, for want 
of Prosecution, proposed. Fertilizer, from Forsythe county, 
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N. C., to Carroll, Floyd, and Patrick counties, Va., and lime 
from Austinville, Va., to Forsythe county, N. C., over irreg- 
ular routes. 

Maryland (Westminster)—-MC 95363, Sub. 1, Russell L. 
Bloom, common carrier. Certificate proposed. Malt beverages, 
in containers, from Cumberland, Md., to Westminster, Md., 
over irregular routes, traversing Pennsylvania for operating 
convenience, and empty malt beverage containers and rejected 
shipments of malt beverages, on return. 

Virginia (Gate City)—-MC 104057, Sub. 7, Craft Transport 
Co., common carrier. Certificate proposed. Petroleum products, 
in tank trucks, from Warcer, Tenn., to all points in seven 
Virginia counties, including the city of Bristol, Va., over irreg- 
ular routes. 

New Jersey (Oradell)—MC 84479, Sub. 3, Egon Haselman, 
extension. Denial of permit proposed. Corrugated board and 
containers, folded flat in bundles, from Long Island City, N. Y., 
to Orangeburg, N. Y., over irregular routes through New Jersey. 

Montana (Helena)—-MC 105254, Frank Penland and Wil- 
ford Parent, dba Coulter’s Transfer. Certificate proposed. 
Household goods between Helena and points within 50 miles 
thereof, on the one hand, and, on the other, points in Ida., Mont. 
and Wash., over irregular routes. 


WAYNE A. JOHNSTON APPLICATION 


The Commission, division 4, by an order in Finance No. 
14856, Application of Wayne A. Johnston, has authorized the 
recently appointed president of the Illinois Central to hold 
that position as well as the position of president and director 
of the Yazoo & Mississippi Valley Railroad Co. The division 
also authorized Mr. Johnston to hold any other offices with 
the Y. & M. V., and a directorship or any offices with any 
of a list of 38 other railroads. . 


FERRYING OF FREIGHT CARS 


The Commission, division 4, by an order, has granted the 
application in W-587 (Sub. No. 2 T. A.), Foss Launch & Tug 
Co. Temporary Authority Application—Indian Island to Tacoma, 
for authority to operate as a common carrier in the performance 
of a freight-car ferry service in transportation of four car- 
loads of inert commodities by non-self-propelled vessels with the 
use of. separate towing vessels from Indian Island, Wash., to 
Tacoma, Wash., within 15 days from March 10, the date of the 
order. The order was made public March 17. The Commission 
said in the order that the applicant had shown that there was 
an immediate and urgent need for the service specified and 
that there was no other carrier service capable of meeting 
such need. 


KIRSCHNER WATER APPLICATION 


The Commission, division 4, has amended its order in 
W 708, Sub. 1, TA, A. O. Kirschner Co. Temporary Authority 
Application. It had granted the applicant authority until May 
31, as a contract carrier by towing vessels in the towage of 
barges used in the transportation of dwelling units, set up, 
between Point Pleasant, W. Va., and Jeffersonville, Ind., by 
way of the Ohio river (see Traffic World, March 10, p. 577). 
The amended order grants the applicant authority to operate 
as a contract carrier by towing vessels in the towage of barges, 
loaded and light, used in the transportation of dwelling units, 
set up, between Jeffersonville, Ind., and points on the Ohio 
river within 15 miles thereof, on the one hand, and Point 
Pleasant, W. Va., and points on the Ohio river with 10 miles 
thereof, on the other. The Commission said that it had been 
shown there was an urgent need for the performance of towage 
to and from points adjacent to the ports named. 


REPARATION ORDER 


Reparation orders have been issued in No. 28882, Coast 
Packing Co. vs. Union’ Pacific; and No. 29054, Truscon Labora- 
tories, Inc., vs. C. & O., et al. 


BOUCHARD WATER RIGHTS 


On further hearing in W-100, Bouchard Transportation Co., 
Inc., Contract Carrier Application, the Commission, division 4, 
by a report, has modified the findings in the prior report, issued 
June 8, and has found the applicant titled to continue opera- 
tions as a common carrier by non-self-propelled vessels with 
the use of separate towing vessels in transportation of com- 
modities generally, between ports and points along the Hudson 
River below and including Troy, N. Y., on Long Island Sound 
and its tributaries, and within New York Harbor and contiguous 
harbors, and by towing vessels in the performance of general 
towage between ports and points along the Atlantic coast and 
tributary waterways, not including points on the Hudson above 
the New York Harbor area, from Portsmouth, N. H., to Nor- 
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folk, Va., inclusive. The Commission issued an amended cer- 
tificate and order effective from and after June 4. 

The Commission said that the applicant expressed satis- 
faction with the scope of the territorial rights granted in the 
prior report but that it excepted to the denial, in that report, 
of authority to perform general towage. It said that applicant 
presented additional evidence with respect to its towage opera- 
tions, “with the result that the record concerning this phase 
of its operations is more complete.” 





GRAIN EMBARGO SERVICE ORDER 


By amendment No. 8 to service order No. 189, by which 
railroads are required to embargo back-hauls and out-of-line 
hauls of grain and grain products under transit arrangements 
in connection with named transit points in C. F. A., W. T. L., 
southwestern and southern territories (see Traffic World, April 
1, 1944, p. 932, and Jan. 27, p. 228), the Commission, division 3, 
has further amended the original order by eliminating from 
sheet 8, paragraph 16 thereof, Missouri-Kansas-Texas Railroad 
tariff I. C. C. No. 1376, and by changing paragraph 3, sheet 1, 
to read as follows: 


The Pennsylvania Raiiroad shall not back-haul from the Peoria 
district carload shipments of grain originating at or destined to points 
shown in paragraph (b), exception No. 10 of Agent B. ‘Il. Jones’ tariff 
I. C. C. No. 3017, amendments thereto or successive issues thereof. 


The new amendment, effective March 7, requires, further, 
that ‘“‘each railroad, or its agent, five days before the effective 
date of this order shall publish, file, and post a supplement 
to each of its tariffs affected hereby announcing the changes 
in the embargo of routes and transit arrangements herein 
provided.” 
GRAIN CAR ORDER 

A definition of the term “grain” has been added to second 
revised service order No. 244 by amendment No. 1 to that 
order, issued by the Commission, division 3, to become effective 
March 24. The second revised service order extended the ap- 
plication of the order, governing the distribution of cars for 
loading grain, to all points in the United States (see Traffic 
World, March 3, p. 518). 

By amendment No. 1 to the second revised service order 
there is added to the definitions in paragraph (a) thereof the 
following: 


(iii) The term ‘‘grain’’ means barley, buckwheat, corn, grain sor- 
ghums, oats, rye, spelt and wheat; also soybeans and flaxseed (40 Stat. 
101, sec. 402, 41 Stat. 476, sec. 4, 54 Stat. 901; 49 U. S. C. 1(10)-(17). 





FLORIDA REFRIGERATOR CAR USE ORDER 


By service order No. 292-A, effective March 20, the Com- 
mission, division 3, vacated and set aside service order No. 292, 
issued March 13, restricting partial unloading of citrus fruit 
originating in Florida (see Traffic World, March 17, p. 642). 


IRISH POTATO SHIPMENTS 


The Commission, division 3, by fifth revised service order 
No. 259, effective March 21, to May 1, has eliminated the 
state of Colorado from the sections of the country from which 
permits for the shipment of Irish potatoes will be required 
(see Traffic World, Feb. 10, p. 349, and March 3, p. 520). The 
original service order was issued when the War Food Admin- 
istrator advised the director of the Office of Defense Trans- 
portation in December that about 5,000 carloads of potatoes 
would be shipped to western dehydration plants and to ports 
for shipments overseas, resulting in a “tremendous saving in 
car-miles and car-days” because of the diversion of shipments 
from commercial destinations east of the Mississippi river to 
such western destinations over shorter routes. 


ICING RESTRICTION ORDER LIFTED 


By service order No. 282-A, effective March 17, the Com- 
mission, division 3, has vacated and set aside its service order 
No. 282, restricting bunker and retop icing of refrigerator cars 
loaded with fresh fruits and vegetables consigned or reconsigned 
to any point in Canada or in the states of Montana, the Dakotas, 
or Minnesota, or east of the Mississippi and north of the north- 
ern boundaries of Tennessee or North Carolina (see Traffic 
World, Feb. 17, p. 425). Service order No. 282 had been issued 
to expire at midnight March 20. . 


CAR UNLOADING ORDERS 
By its service order No. 295, the Commission, division 3, 
has directed the Erie Railroad Co., its agents or employes, 
to unload “forthwith” car Erie 38020 and 15 other cars, con- 
taining coal, at Harlem Station, N. Y., shipped from Curtis- 
ville, Pa., by Hale & McGraw consigned to Old Colony Coal 
Co. and turned over to Consumers’ Fuel Distributing Co. 






TRAFFIC WORLD 


The Commission, division 3, has issued service order No 
294, directing the Southern Pacific, its agents or employes t, 
unload “forthwith” car C&NW 65556 containing chili pepper, 
on hand at Los Angeles, Calif., consigned order-notify Gonzales 
and Blanco. 





ETNA, PA., CAR SERVICE ORDER 
Provisions of service order No. 291, issued March 12, pp, 
stricting placing of empty and loaded cars for Spang Chalfont, 
Inc., at Etna, Pa., have been vacated and set aside with the 
issuance by the Commission, division 3, of service order Ng 
291-A, effective March 21 (see Traffic World, March 17, p. 649), 





STALEY SWITCHING CASE 

By an order in Ex Parte No. 104, Practices of Carrie 
Affecting Operating Revenues or Expenses—Part II, Termin, 
Services—A. E. Staley Manufacturing Co. Terminal Allowance 
the Commsision has overruled a motion by A. E. Staley Many. 
facturing Co. for enlargement of the rehearing in that proceed. 
ing so as not to restrict it merely to changes in practice at the 
Staley plant since the closing of the record in the case (se 
Traffic World, Feb. 17, p. 399). The Commission, in its order 
referred to the assignment of the further hearing for April 19 
before Commissioner Patterson, at Chicago. It said that “good 
cause” appeared for the overruling of the Staley motion, 

The Staley company, in its motion, had made the conten. 
tion, among others, that the hearing should not be limited gp 
as to exclude evidence on the handling of grain traffic to and 
from the Saley elevator and to and from all other elevators 


NEW ENGLAND MOTOR RATE RISE 


The Commission has granted the amended application of 
the New England Motor Rate Bureau, Inc., the New Hampshire 
Motor Rate Bureau, and the Maine Motor Rate Bureau for 
permission to depart from provisions of Tariff Circular MF 
No. 3 so as to permit publication of supplements to tariffs 
carrying temporary increases in rates, it was said at the Com. 
mission’s offices. It was also said that the Commission had 
granted a similar application, amended, of the Eastern Motor 
Freight Conference, Inc., West Hartford, Conn. It was e.- 
plained that following receipt of the original applications (see 
Traffic World, March 17, p. 645), the Commission had received 
amendments to the two applications that clarified certain of 
the rate increases requested. 





SEABOARD REORGANIZATION 


Appointment of S. Ralph Warnken as a member of the 
reorganization committee of the Seaboard Air Line Railway 
Co., succeeding Charles Markell, resigned, has been approved 
by the Commission, division 4, in a supplemental report and 
order in Finance No. 14455, Seaboard Air Line Railway Co. 
Receivership. The division indicated that the committee, as now 
appointed by the courts and conditionally approved by the 
Commission, consisted of Otis A. Glazebrook, Jr., Joseph France, 
and Mr. Warnken. 


ARKANSAS RAILROAD R. F. C. LOAN 

On petition of the Arkansas Railroad Co., the Commission, 
division 4, Commissioner Mahaffie dissenting, in Finance No. 
14585, Arkansas Railroad Co., Reconstruction Loan, has modi 
fied its prior report and certificate (see Traffic World, Octo- 
ber 14, 1944, p. 956), and has approved a loan of $36,226 to the 
Arkansas railroad by the Reconstruction Finance Corporation, 
with conditions, cancelling the certificate previously approved 
that provided for a loan of $63,039. The division said the funds 
were to be applied to the purchase of material for the purpose 
of track reconstruction and improvements. It also said that 
since the previous application the Arkansas had found ways 
to reduce its requirements for funds. 





Ss. P. & S. ACCIDENT ORDER 

The Commission, by Commissioner Patterson, in No. 2875), 
Sub. 18, has ordered the Spokane, Portland & Seattle Railway 
Co., and all other interested parties to show cause by fo 
return filed with the Commission on or before May 15, why 
that railroad should not be required to install an adequate 
block signal system on that portion of its line between Wish- 
ram, Wash., and Bend, Ore., that should conform to the Com 
mission’s rules, standards and instructions for installation, 
spection, maintenance and repair of automatic block-signal sys- 
tems or to conditions prescribed for manual block SI 
systems. The Commission said that on January 18, 1942 
February 1, serious train collisions occurred on the S. P. & §. 
at Metolius and Oakbrook, Ore., respectively. 


The accident at Oakbrook was a head-end collision betwee 
two freight trains, said the Commission in Investigation No. 
2865. It recited that the accident resulted in the death of tw 
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employes and the injury of six employes and was caused by 
failure to obey a meet order. 

“Tf an adequate block system had been in use, these oppos- 
ing trains would not have been permitted to occupy the same 
plock simultaneously, and this accident would not have oc- 
curred,” concluded the Commission. 


ROCK ISLAND ACCIDENT ORDER 


The Commission, by Commissioner Patterson, in No. 28750, 
Sub. 17, has ordered the Rock Island and all other interested 
rties to show cause by formal return to be filed with the 
Commission before May 1, why that railroad should not be 
required to install an adequate block-signal system on that 
portion of its main line known as the western division between 
Albright, Neb., and Colorado Springs, Colo., that should conform 
to the Commission’s rules and to conditions prescribed for 
manual block signal systems. The Commission said investiga- 
tion of an accident that occurred January 20 on the Rock Island 
near Flagler, Colo., disclosed that in the vicinity of the accident 
and on other parts of the company’s western division there were 
no adequate block signal systems, and that if there had been 
the accident would not have occurred. 
In a report on the investigation of the accident near Flag- 
ler (No. 2863), the Commission said the collision resulted in 
the death of two employes and the injury of five employes. 





Suspended Tariffs 


‘Designation. of a tariff below does not mean that all schedules 
js it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published im 
fhe Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2514, the Commission suspended from 
March 16, until October 16, the operation of certain provisions 
of schedule MF-I. C. C. No. 6 of M. E. Bobb, Chambersburg, 
Pa. The suspended schedules propose to establish less-truck- 
load minimum rates on charges on sugar from Baltimore, Md., 
of 25 cents per 100 pounds to Braddock, Brushton, Homestead, 
McKeesport, McKees Rocks, Pittsburgh and South Hills, Pa., 
and of 24 cents a 100 pounds to Jeannette, Johnstown, and 
Somerset, Pa. 

In I. and S. 5338, the Commission on its own motion, sus- 
pended from March 19, until October 19, the operation of 
schedules as published in Agent R. H. Hoke’s tariff I. C. C. 
No. 962 and Supplement No. 1 thereto. The suspended sched- 
ules propose to revise the rates on imported fertilizer and fer- 
tilizer materials, in carloads, from southern ports to destina- 
tions in southern territory, without observing the provisions of 
section 4 of the interstate commerce act. 

In I. and S. M-2515, the Commission suspended from 
March 19 until October 19, the operation of certain schedules 
published in supplement No. 34 to MF-I. C. C. No. 27 of 
Middlewest Motor Freight Bureau, Kansas City, Mo. The 
suspended schedules propose to increase the rates on numerous 
commodities between points in western trunk-line territory. 

In I. and S. M-2516, the Commission has suspended from 
March 20 until October 20 the operation of certain schedules 
published in supplements Nos. 19 to tariffs MF-I. C. C. No. 14, 
ILC. C. No. 14 and FF-I. C. C. No. 14 of Agent C. F. Jackson’s 
National Motor Freight Classification No. 7. The suspended 
schedules propose to increase the classification ratings on steel 
wool between points in the United States. 


Transit on Cotton in Southwest 


The New Orleans Traffic and Transportation Bureau and 
the Secretary of Agriculture and the War Food Administrator 
(the latter two acting jointly on behalf of cotton producers, 
cotton producer cooperatives, the War Food Administration 
and the Commodity Credit Corporation) have filed petitions 
with the Commission asking for suspension of designated tariff 
supplements published by southwestern railroads, to become 
effective April 1, proposing establishment of a transit charge 
of 3 cents a hundred pounds on cotton originating at points 
more than 200 miles from the warehousing station where trans- 
ited and a like charge when a prior transit privilege has been 
accorded on the shipments within 200 miles of the warehousing 
(or transit) station. 

The government agricultural agencies said, in their protest, 
that to their’ knowledge this was the first time that the rail- 
Toads had placed transit privileges in effect on cotton with 
mileage limitations appended. The introduction of cotton transit 
on a mileage basis, they said, would reflect itself in uncertain 
Practices in the marketing of cotton. 

. ‘Dealers, for instance, not knowing at the time the cotton 
IS purchased how’ far it will move and, consequently, what 
ansit privilege will apply, will be inclined, we believe,” they 
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said, “to hedge against possible losses by levying the 3-cent 
transit charge on all cotton produced for shipment by rail in 
the territory in question in order to protect themselves against 
pe possibility of the cotton being subjected to the transit 
charge.” 

They contended, further, that the 200-mile distance estab- 
lished by the schedules was “purely arbitrary” and rested on 
no cost findings or other data to indicate its reasonableness. 
They also saw, in the transit charge proposals, discrimination 
against some shipping points in favor of others, in violation of 
section 3. 

The protest was directed against item 435-A, supplement 7 
to Agent J. R. Peel’s I. C. C. No. 3640 and various items in 
other tariff supplements. 

The New Orleans bureau, in its protest, said, in part: 


In connection with carload shipments of cotton (50,000: pounds 
or more) originating in Texas, Arkansas and other states, transported 
to New Orleans for warehousing and storage, where such cotton has 
not been previously accorded a railroad transit privilege, the cotton 
concentrator, merchant or warehouseman located at New Orleans would 
be required to pay a penalty of 3 cents per 100 pounds (the distances 
from origins in the states mentioned to New Orleans being in all in- 
stances in excess of 200 miles), while the cotton concentrator, merchant 
or warehouseman located at competing ports, and at competing interior 
concentration points in the southwest, would not be so penalized when 


the origin of the cotton is located within 200 miles of said port or con- 
centration points. ... 


PACKING-HOUSE PRODUCTS RATE PROTEST 

A proposal by motor carriers parties to tariffs of Middle- 
west Motor Freight Bureau, Inc., to increase their rates on 
packing-house products and supplies from the Twin Cities (St. 
Paul-Minneapolis), Minn., to various points in Wisconsin, is 
the subject of a suspension petition filed with the Commission 
by the Price Administrator, for himself and the Economic Stabil- 
ization Director. The protest is directed against supplement 
No. 22 to tariff MF-I. C. C. No. 38 of Middlewest Motor Freight 
Bureau, Inc., Agent, published to become effective April 1. 

“An examination of the proposed adjustment,’ the Price 
Administrator said, “discloses marked increases in rates. The 
present 1. t. 1. commodity rates will be cancelled, permitting 
the classification rating, which is class 55, to apply. The present 
rates, minimum weight 2,000 pounds, will remain practically 
the same but the minimum weight will be increased to 10,000 
pounds. The present rates, minimum 10,000 pounds, will, in 
many instances, be increased over 30 per cent. The present 
rates, applicable at the minimum weight of 2,000 pounds, will 
be substantially increased.” 


DAIRY PRODUCTS RATE PROTEST 

The Price Administrator, for himself and the Economic 
Stabilization Director, in a protest filed with the Commission 
has requested suspension of supplement. No. 9 to tariff MF- 
I. C. C. No. 48 of Western Trunk Line Motor Common Carrier 
Bureau, Agent, published to become effective April 1, with the 
assertion that by a cancellation notice set forth in the sup- 
plement the motor common carrier parties to the tariff pro- 
pose cancellation of all commodity rates on dairy products 
from points in Iowa to Dubuque, Ia., and East Dubuque, IIL., 
and to apply in lieu thereof class rates as named in the tariffs 
shown in the cancellation notice. 

Quoting a statement he said the respondents had made 
in justification of the proposal, to the effect that the com- 
modity rates heretofore in effect applied to a particular move- 
ment and had become obsolete, the Price Administrator said 
that that declaration was wholly at variance with the Com- 
mission’s decision in I. and S. M.-866, Dairy Products from 
Iowa to Dubuque, Ia., and East Dubuque, Ill. He said that the 
respondents had shown, in that proceeding, that the com- 
modity rates were not unreasonable and were compensatory. 
On dressed poultry from Cedar Rapids, he said, the present 
rate was 22 cents a hundred pounds, while the proposed rate 
was 61 cents a hundred pounds. 


COPPER FORGINGS RATE PROTEST 


The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, has filed with the 
Commission a protest against increased rates and ratings on 
forgings (copper, brass or bronze) in the rough, truckload and 
less than truckload, between points in Illinois, Indiana, Iowa, 
Michigan, Missouri, Ohio, Pennsylvania, West Virginia, and 
Wisconsin, and points in southern territory. The protested 
ratings were identified as item 2000-A at page 3 of supplement 
126 to Central and Southern Motor Freight Tariff Association, 
Inc., agent, tariff MF-ICC No. 58; Central States Motor Freight 
Bureau; Inc., agent, tariff MF-ICC No. 58, and Southern Motor 
Carriers Rate Conference, agent, tariff MF-ICC No. 224, effec- 
tive March 28. The Price Administrator asserted that the pro- 
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posed changes would result in drastic increases in the rates 
on these “vitally important war materials.” 





MOTOR MINIMUM RATE IN TEXAS 

The Fort Worth (Tex.) Freight Bureau and Fort Worth 
Chamber of Commerce have joined in filing with the Commis- 
sion a petition for suspension of item 22-B, supplement 15 to 
Southwestern Motor Freight Tariff 15-A, Hughett’s MF-I. C. C. 
No. 103, published to become effective March 27, contending 
that by this publication the motor carriers parties to the tariff 
would impose a minimum charge of 58 cents a shipment on 
traffic moving from Dallas and Fort Worth, Tex., to points in 
Oklahoma, while maintaining lower minimum charges on ship- 
ments between other points in the southwest. 

They said that the existing motor first class rates on ship- 
ments from Texas to Oklahoma showed “gross discrimination” 
against Texas when compared with the first class rates for 
corresponding distances between points in Arkansas and Okla- 
homa, and added that “if item 220-B of Southwestern Motor 
Freight Tariff 15-A is permitted to take effect March 27, this 
discrimination, preference and prejudice will be greatly aggra- 
vated.” 


N. E. MOTOR RATE ADJUSTMENT 

Petition of the New England Motor Rate Bureau, Inc., for 
indefinite stay of the Commission’s order in I. and S. 2298, 
Boots, Shoes, Paints—In New England, embracing I. and S. 
2303, Boots and Shoes—New England Points to New York, has 
been denied and the tariffs prescribed in the Commission’s 
order will be in effect, it was stated at the Commission’s offices 
in response to an inquiry. 

It was explained that the schedules had been suspended 
until March 21. The rate bureau had asked for indefinite stay 
of the Commission’s order previously entered (see Traffic World, 
August 5, 1944, p. 301, and January 27, p. 203) to the extent 
that such stay would require restoration of previously effective 
rates. It had also asked that the Commission vacate its orders 
previously made and permit the present rates to remain effec- 
tive, and that it reopen the proceeding to receive such evidence 
as might be necessary in support of the petitioner’s allegations, 
and to bring the record up to date “in view of the numerous 
economic changes which have occurred since the prior hearing.” 





PROTEST ON TRUCKER’S OIL RATE 


The Secretary of War, through the Judge Advocate Gen- 
eral, has asked the Commission to suspend supplement No. 7 
to tariff MF-I. C. C. No. 5 of Johnston’s Fuel Liners, Riverton, 
Wyo., effective March 31, proposing a rate of 4.202 cents a 
gallon, minimum 2,500 gallons, on petroleum products in bulk 
in tank trucks from Sinclair (Parco), Wyo., to Box Elder, S. D. 
The protest set forth a contention that the proposed rate to 
Box Elder was substantially higher, ‘both relatively and actu- 
ally,” than were the respondent’s present rates to other South 
Dakota destinations in the vicinity of Box Elder. It said the 
proposed rate appeared to be a new publication between the 
points named. 


DIRECTOR JOHNSON “STICKING” 


Director Johnson, of the Office of Defense Transportation, 
when questioned concerning a report that he was contemplating 
acceptance of a position in the aviation industry at several 
times his government salary, replied that he had no comment 
to make except that he was “sticking” to his present post. 

“T’m in the ‘army’ now,” said he. “I have a job to do and 
I intend to do it.” 


EX-BARGE GRAIN PROPORTIONALS 


The Central Freight Association will confer with represen- 
tatives of the grain trade at 10:00 a. m., March 29, in the 
C. F. A. rooms, Chicago, in connection with the report of the 
Commission -in I. and S. No. 4718, Grain Proportionals, Ex- 
Barge to Official Territory. Immediately following the confer- 
ence with the shippers, the carriers will consider the report in 
that proceeding, in which the Commission, with four members 
dissenting, found it should not prescribe joint rates on carload 
shipments of grain and grain products moved by barge on the 
Illinois Waterway to Chicago, and thence by rail to eastern 
destinations, but prescribed proportionals lower than the local 
rates on the ex-barge traffic from Chicago (see Traffic World, 
March 10, p. 569). 

The two conferences were originally set for March 27, but 
were postponed because some of the railroad representatives 
could not be present on that date. 

In the grain trade, concern was expressed that the car- 
riers’ might make the new rate adjustment required by the 
Commission effective before the trade could move ex-barge 
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grain on hand under present reshipping rates lower than the 
prescribed proportionals. 





Federal Barge Complaint 


The Commodity Credit Corporation of the Agriculty, 
Department and the defendant railroads in No. 29078, Inlan 
Waterways Corporation, Operating the Federal Barge Ling 
vs. Southern Railway Co. et al., have filed with the Commissig, 
briefs on exceptions to the proposed report by Examiners G, 1 
Mattingly and E. L. Valentine in that proceeding (see Traffj 
World, Feb. 10, p. 328). 

The examiners found unjust, unreasonable and discrinj. 
natory as between connecting carriers the maintenance by th 
defendant railroads of an arrangement for storage in trangjt 
at points on the defendants’ lines in connection with the aj. 
rail rates on imported refined sugar from Mobile, New 0. 
leans, or Port Chalmette to interior destinations in southen 
territory while failing to provide like transit in connection with 
joint barge-rail transportation of like traffic from the sam 
ports to interior destinations to which differential barge-rajj 
rates were in effect, at rates not higher than those applicable 
on such traffic not stored in transit. The transit charge jp. 
volved, on all-rail shipments from the ports, was 3% cents 
a hundred pounds. 

The railroads said that while, in the present war emer. 
gency, they felt justified in departing from their policy of no 
granting stopping-in-transit privileges to permit storage of 
commodities in transit, they did not feel that they should 
called on to extend this transit privilege in connection with 
sugar traffic moving over the barge-rail routes on differential 
rates, “in view of the fact that the slower service over such 
routes (ordinarily a disability in service) gives the barge-rail 
routes a distinct and most substantial advantage over the 
all-rail routes in the handling of sugar going into storage a 
interior points, as it enables shippers using such routes to 
make savings of from.1% to 2% cents per 100 pounds in storage 
charges.” They added that in many cases this saving in storage 
charges was greater than the differences between the all-rail 
and the barge-rail rates, which were generally 1% or 3 cents 
a hundred pounds. 

“The rail carriers,” they continued, “have offered to apply 
the stopping-in-transit arrangement in connection with rates 
over the barge-rail routes made on the all-rail basis and thus 
accord to the barge lines exactly the same treatment they 
accord their rail line connections, but the barge lines are her 
insisting upon retaining the barge-rail differential in addition 
to the advantage their slower service gives them in the han. 
dling of this sugar traffic.” 

The railroads said the examiners had “over-reached” them- 
selves and had erred in several respects, including their alleged 
failure to give “due consideration and weight to the evident 
showing the relative costs of barge and rail transportation” 

The Commodity Credit Corporation said the principal fault 
it found with the examiners’ proposed report was that the 
examiners did not recommend dismissal of the complaint 
It said the examiners “postulate a loss of traffic for the wate 
carriers in which the carriers are seemingly not interested 
It said it had importuned the complainants not to file the 
complaint “because of the disruptive effect it would have upo 
the refined sugar importation and rationing program,” an 
added: 


But they, nevertheless, persisted in doing so. The fact that the 
Federal Barge Line is a quasi-government organization itself and’ 
vastly indebted to the generosity of public opinion and the Congres 
for its very existence seemed to exert no deterrent influence upon ib 
decision to appear as the principal complainant. The railroads defent 
ants were even led to observe . . . that here was the spectacle of ot 
agency of the government asking the railroads to institute transit 
assist in the war effort; another agency asking to have the transi 
arrangement removed and suspended; and a third agency of the gover 
ment trying the case.... 


SANTA FE CONSTRUCTION 


The Santa Fe, in an exceptions brief in Finance No. 14639 
Atchison, Topeka & Santa Fe Railway Co. Proposed Construe 
tion, in which Examiner Ralph R. Molster recommended find- 
ings by the Commission that proposed construction by the Sanlé 
Fe of a two-mile line from its line in Los Angeles to Lom 
Beach, Calif., was not required at present and that consider 
tion of the question of public need for the construction be 
ferred by the Commission until after the war (see | 
World, Feb. 17, p. 394, and March 17), declared that it W 
willing to cooperate with “all parties’ toward terminal wt 
fication, but that it believed that the relegation of its entrant 
to Long Beach to some future proceeding would result in yea 
of delay and litigation. 


In the proposed report, said the Santa Fe, the need i 
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direct Santa Fe service to Long Beach, both in wartime and 
in the postwar period, was recognized. 

“These exceptions,” it said, “constitute essentially more of 
a suggestion as to method by which the desired end may be 
achieved, rather than to the ultimate conclusion of the re- 
port. .-- Our suggestion in brief is that the report of the 
examiner be approved in its substance and in its essence but 
be modified in its method; that the Commission authorize at this 
time the applicant to build its proposed line subject to the 
condition that if the Southern Pacific will grant trackage rights 
to the Santa Fe or if the parties agree upon some form of 
unified operations or unified switching in Long Beach, then 
the application for the building of an independent line shall be 
denied, and that whether or not such conditions are possible 
or capable of fulfillment should be required to be determined 
within a reasonable time.” 


Meats. South to North 


Southern railroads, defendants in No. 28514, Neuhoff Pack- 
ing Co. et al. vs. Aberdeen & Rockfish et al., and No. 29043, 
Florida Railroad Commission et al. vs. Atlantic Coast Line et 
al, in exceptions to the proposed report by Examiners George 
J. Hall and W. H. Smith in those proceedings (see Traffic World, 
Jan. 6, p. 12), said that although the examiners asserted that 
the southern meat packers required a rate adjustment that 
would enable them to compete economically with packers at 
points in western trunk-line territory, the rates the examiners 
recommended were on a much lower level than those prevailing 
on fresh meats and packing-house products from the producing 
areas of western trunk-line territory to official territory. 


The examiners said, in their report, that the Commission 
should find that the assailed rates on fresh meats and packing- 
house products from origins in the south to destinations in 
official territory had not been shown to have been unreasonable 
or unduly prejudicial in the past, but that they would be un- 
reasonable for the future to the extent they exceeded rates 
constructed on a basis set forth in an appendix to the report. 
The southern railroads said that the assailed rates, except for 
the authorized general increases, were now on the basis ap- 
proved by the Commission under section 3 in Fresh Meats and 
Packing-House Products, 191 I. C. C. 257, decided February 7, 
1933. They added that the Commission, in that proceeding, 
found that rates made 47% per cent of first class on fresh meats 
and 35 per cent of first class on packing-house products were 
not in excess of maximum reasonable rates between official and 
southern territories, but that or application from the south to 
official territory, the Commission approved rates still lower— 
rates made 45 per cent of first class on fresh meats and 31% 
per cent of first class on packing-house products. The examiners, 
the railroads said, had concluded, not that there was anything 
intrinsically wrong with the assailed rates, but only that there 
was an unwarranted disparity between them and rates on the 
involved traffic in official territory. 


“Although the record does not reliably show the relation of 
the rates on fresh meats and packing-house products to the rates 
on livestock within official territory,” the railroads continued, 
“the examiners conclude that ‘an approximate general average’ 
is 150 per cent in the case of fresh meats and 105 per cent in the 
case of packing-house products. Having reached this conclusion 
they recommend that the same relations be prescribed from the 
south to official territory.” 

After observing that the livestock rates were very low and 
had been made to provide the carriers with only “a minimum 
of profit,” as stated in Livestock to and From the South, 253 
IC. C. 241, the railroads said that the examiners’ recommenda- 
tions were “in the teeth” of what the Commission had said and 
done on the subject of relation of meat rates to livestock rates. 
They added that the Commission in a long line of decisions had 
rejected the theory that such a relation was proper. 

“Moreover,” they said, “the complainants here are not 
seeking rates on fresh meats and packing-house products made 
in relation to those on livestock. . . . The recommendation is 
such as to threaten a serious breakdown in reasonable rate 
structures over a widespread area with the possibility of most 
Serious revenue losses to the railroads.” 

Objecting to the examiners’ statement that the existing dis- 
parities between the official and interterritorial rates were ex- 


cessive “in view of the changed conditions in the south,” the 
railroads said: 


Surely neither the development and expansion of the livestock 
industry in the south, nor the improvement in quality of livestock in the 
South, nor the fact that cash farm income in the south has greatly in- 
creased, afford the slightest reason for concluding that the rates on 
fresh meat and packing-house products from the south to official terri- 
tory have, since their prescription at levels less than reasonable maxima, 
they must 


me unreasonable. lf these changes mean anything, 
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simply mean that conditions affecting the meat packing industry in the 
south have greatly improved in recent years, 


Dealing with the examiners’ statement that the assailed 
rate adjustment encouraged the slaughter in the north of live- 
stock produced in the south “to the detriment of southern pack- 
ing industries,” the railroads declared that the slaughter in the 
north of southern livestock was the result of the decision in 
Livestock To and From the South, in which, they said, “the 
people who are here complaining” insisted on livestock rate 
reductions to the east on the ground that the south afforded a 


logical and necessary source of supply for eastern meat packers. 
The railroads added: 


It is not fair to say to the southern railroads, first, that their live- 
stock rates to the north must be reduced to permit livestock to move 
to slaughterhouses in the north and then say that they must thereafter, 
on the prayer of the same people who called for such reduction in live- 
stock to accomplish such a purpose, have their rates on fresh meats 
and packing-house products—rates prescribed by the Commission to 
refiect less than maximum reasonableness—reduced because those rates 
encourage ‘‘the slaughter in the north of livestock produced in the 
south.”’ 


A brief of the official territory railroads on exceptions to 
the report by Examiners Hall and Smith showed agreement 
with the position of the southern roads that the conclusion that 
the present rate adjustment was unwarranted because of 
changed conditions was supported by the evidence In various 
other respects, also, the official territory railroad agreed with 
the exceptions set forth by the southern roads. The former 
said the examiners approved the rate structure within the south 
“and yet their recommended interterritorial rates cannot be 
reconciled with that structure.” They contended that the as- 
sailed rates were not unreasonable, and added: 


If, however, the Commission should be disposed to find that a re- 
adjustment should be required, the resulting interterritorial rates should 
be subject to minima, based on the rates applying, respectively, in the 
south and in the north, to and from directly intermediate border points. 
The reason for using border point rates in the south as minima... is 
recognized in the examiners’ approval of the rates from southern 
origins to border.points. As to the situation in the north, the Com- 
mission has repeatedly approved rates north of border points as minima 
in connection with interterritorial rate adjustments between the south 
and the north. ... 

The practical necessity for minimum rate provisions arises from 
differences in the systems of the intraterritorial and interterritorial ad- 
justments. . . . The examiners erred in failing to recognize that inter- 
territorial rates should be subject to minimum rate provisions. 


Cartridge-Case Cup Rates 


While a spokesman for the War Department contended, in 
oral argument before the Commission, division 3, March 20, in 
No. 29093, Henry L. Stimson, Secretary of War, vs. Akron, 
Canton & Youngstown et al., that the rates on cartridge-case 
cups assailed in that proceeding were excessive because all 
other components of small arms ammunition moved on lower 
rates, based on 32.5 per cent of first class, counsel for the rail- 
roads asserted that the values and other transportation charac- 
teristics of the other components were such as to warrant lower 
rates on them than on cartridge-case cups. 

The rates assailed by the Secretary of War were 40 per 
cent of first class, minimum 30,000 pounds, in official and Illi- 
nois territories; 45 per cent of first class, minimum 30,000 
pounds, in southern territory and from the south to official ter- 
ritory, and 55 per cent of first class, except in certain instances 
where lower commodity rates or lower combination rates were 
applicable, between official and western and between southern 
and western territories. Examiners R. M. Brown and H. W. 
Archer, in a proposed report in the proceeding, recommended 
that the Commission find the assailed rates not unreasonable 
for the past, but unreasonable for the future to the extent they 
exceeded or might exceed 40 per cent of first class within offi- 
ical territory and 35 per cent of first class on traffic governed 
by the western or southern classifications, in all cases subject 
to a minimum of 40,000 pounds (see Traffic World, Dec. 16, 
1944, p. 1561). 

Captain Reuben Crimm, appearing for the Secretary of 
War in the oral argument, asked the Commission to award 
reparation to the basis of 32.5 per cent of first class, on ship- 
ments moved within the statutory two-year period and to pre- 
scribe as reasonable for the future rates based on 27.5 per cent 
of first class, minimum 80,000 pounds. 

Alfred S. Knowlton, appearing for the defendant railroads, 
said that the Commission had approved a basis of 50 per cent 
of first class as reasonable on the considered commodity, but 
that the railroads had voluntarily established in official terri- 
tory a basis of 40 per cent of first class, and had, moreover, 
made a “gift” to the government by equalization and section 
22 agreements. He cited commodities having transportation 
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characteristics similar to those of cartridge case cups as to 
which the Commission had prescribed or approved rate bases 
of 50 per cent of first class. Asked by Commissioner Barnard 
what difference there was between the cartridge case cups and 
the finished cartridges that warranted a higher rate on the 
latter than on the former, Mr. Knowlton declared that the 
cartridges had a higher value and that that fact, in itself, amply 
warranted the difference in the freight rate. 

Captain Crimm, in rebuttal, averred that there was “not 
much use” for the railroads to bring into issue the matter of 
ability of the War Department traffic to bear transportation 
costs. On that basis, he said, there was no limit to the trans- 
portation cost. 


Allied Van Case Argument 


Findings by the Commission, division 5, in its report in 
MC 15735, Allied Van Lines, Inc., Common Carrier Applica- 
tion, embracing Sub. No. 1, Same, Extension—All States (see 
Traffic World, Nov. 18, 1944, p. 1287), that Allied Van Lines 
was a motor common carrier and was entitled to a certificate 
authorizing transportation of household goods between all 
points in the United States, were assailed vigorously by 
Wilbur La Roe, Jr., counsel for the Independent Movers’ & 
Warehousemen’s Association and by counsel for other protest- 
ants in the case, in oral argument before the entire Com- 
mission March 22, after John R. Turney, counsel for Allied 
Van, had urged the Commission to adopt the report by divi- 
sion 5 and had maintained that operations of Allied Van made 
possible efficient utilization of equipment and “superior serv- 
ice” that could not be equalled under any other arrangements. 

Mr. Turney stated that Allied Van had filed an application 
for authority for acquisition by it of all the operating rights 
of its agents, and Mr. La Roe asserted that that announce- 
ment changed “the complexion of the whole thing.” 


Outline of Allied Operations 


A large part of Mr. Turney’s statement before the Com- 
mission consisted of a discussion of the method of operation 
of Allied Van. He said that there were two kinds of house- 
hold goods movers: (1) nearly 5,000 local city movers who 
also hauled household goods in some interstate movements— 
“that’s the class in which the protestants in this case belong,” 
and (2) less than ten companies that were not limited to a 
single center or warehouse and who had attempted to pro- 
vide prompt service at the demand of the public, and to 
eliminate empty back hauls. There was also, he said, the 
“cooperative” of local moving companies, constituting Allied 
Van. He stated that the primary competitors of Allied Van 
were the long distance moving companies and that none of 
those companies were participants in the Allied Van case now be- 
fore the Commission. Allied Van, he said, had two classes of 
agents: (1) booking agents who solicited business, made esti- 
mates of moving costs, and performed accessorial services, and 
(2) hauling agents who leased their vehicles to Allied, fur- 
nished drivers, and received a percentage of the money col- 
lected for their services. Mr. Turney said there were nearly 
600 agents of Allied, located in 365 cities; that about 375 to 
400 of them were hauling agents, and that all the hauling agents 
also were booking agents. He stated that about half of the 
household goods moving business was performed under con- 
tracts with companies whose employes were being moved from 
one city or location to another. The so-called “C-service” oper- 
ations of Allied agents, in which vehicles were shifted from 
one part of the country to another in movement of household 
goods, on trips ranging from 1,000 to 25,000 miles, were per- 
formed under a standard lease form, he stated. 


Mr. Turney, in discussing the question of whether or not 
Allied Van was a carrier, said that its relationships with its 
agents were about the same as those of the Boston & Maine 
Transportation Co. with respect to its agents, and that the 
latter company had been found by the Commission to be a 
carrier, entitled to a certificate. He said that Allied Van 
controlled the distribution and assignment of the leased equip- 
ment, directed how and when shipments were to be transported, 
prescribed routing, directed how and by whom bills of lading 
were to be executed, gave instructions to drivers, furnished men 
to assist with loading and unloading if needed, and required 
drivers to report to it after unloading. He said that the per- 
centage of empty back haul movements in Allied Van service in 
the years 1941 through 1943 was only about 15 per cent. He 
asserted that ‘“C-service” constituted only about 28 per cent 
of Allied Van’s business, but that this business by Allied Van 
was four or five times as great as the service of all the class I 
motor carrier members of the protestant association com- 
bined. He challenged counsel for the Independent Movers’ & 
Warehousemen’s Association to cite one word in the record 
of the Allied Van case that would show that one carrier had 
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been injured by the operations of Allied Van. He stated thy 
the total revenue of all class I motor carriers of househo\ 
goods in 1943 was about $22,000,000, and that revenue of Allie 
Van in that year amounted to about $9,000,000. He addg 
that all other class I carriers of household goods had a tot,j 
of about 450 motor vehicles, while Allied Van had under leay 


“a total of 1,262 vehicles. 


Position of Anti-trust Division 


William R. Kueffner, of the anti-trust division of th 
Department of Justice, referred to the Allied Van “poolj 
case” in which the Allied Van pooling plan was condemnej 
by the Commission, and said that the record in the instany 
case showed that the pooling plan coincided with the presen 
and past operations of Allied. He maintained that, since Alliej 
Van had been organized by the National Furniture War. 
housemen’s Association and its agents were members of tha 
association, actually Allied Van was the agent and the men. 
ber carriers were the principals. The “C-service”’ plan, he said 
resulted in giving nation-wide operating authority to each jp. 
dividual member, caused elimination of competition, estab. 
lished price-fixing practices, and resulted in duplication 9 
operating rights. The practices of Allied Van, he declared 
prevented its competitors from making the fullest use of their 
facilities, in a manner that the Supreme Court had condemnej 
in National Broadcasting Co. vs. United States, 315 U. S. 19, 
He said Allied admitted that until recently the parent asgo. 
ciation owned all its stock. He averred that this stock haj 
always been voted at the wishes of Allied agents through the 
association and that they undoubtedly controlled both the 
association and Allied. 

He said, in the course of questioning, that the Justice De. 
partment’s anti-trust suit against Allied Van had been set 
for trial “before Judge Igoe, in Chicago,” April 30. 


Case Termed Important One 


Mr. LaRoe, in beginning his argument, said that the 
Allied Van case, whichever way it was decided, would be an 


important milestone in the history of motor carrier regula 


tion, and would shape the course of the household goods car. 
riers industry for years to come. The carriers in this industry, 
including those he represented, he said, did not know now 
where they were going. He said there was confusion about 
leases and operating rights, and that his clients were won- 
dering what device they could resort to. The instant case, he 
said, represented, in a sense, a challenge to regulation. He 
charged that regulation of “this part of the motor carrier 
industry” was breaking down; that bills of lading were being 
prostituted and misused; that certificates were being “openly 
and notoriously” violated, and that “phoney” leases were be- 
ing used. 

He urged the Commission, in its study of Allied Van leases 
and operations, to “look through the form to the substance.” 
It was his contention that the lease forms used by Allied Van 
on their face appeared to place full control of the considered 
motor carrier property and operations in Allied, but that exam- 
ination of the operations themselves showed that Allied Van 
did not, in fact, have such full control. He contended that 
Allied was not a carrier, for the following reasons: 


(1) Allied owns no motor vehicles, operates no motor vehicles, and 
performs no carrier service; (2) Allied bears no transportation e- 
pense; (3) Allied hires no drivers, pays no drivers, discharges no driv 
ers, has no drivers; (4) Allied neither pays nor bears claims by ship 
pers; if in any case Allied advances the money for a claim it is charged 
back to the owner-operator; the only exception is where responsibility 
cannot be fixed; (5) Allied bears no insurance; although it pays some 
insurance, it is charged back to the owner; (6) the driver’s log is sul 
rendered to the owner-operator and kept by him; (7) Allied has n0 
profit; it is not in business for profit; (8) Allied applies for and Ire 
ceives no carrier tags; (9) Allied pays no state taxes, such as the 
weight tax in Indiana or social security taxes; such taxes are paid by 
the owner-operator. 


“So-called agents of Allied,’ Mr. LaRoe declared, “are 
in wholesale fashion violating their certificates by the mere 
device of using an Allied bill of lading. Through this device 
a carrier which holds a certificate for a small area is now 
hauling to California and all other parts of the United States. 
Meanwhile the competitor of this so-called Allied ‘agent’ i 
strictly confined to his prescribed territory. The resulting dis 
advantage to and discrimination against the non-member 5 
obvious. The practical result of this situation is to take the 
certificate power away from the I. C. C. and let Allied decide 
the certificate rights of its members, the Allied bill of lading 
being the device by which this is accomplished.” 


RINEHART MOTOR CARRIER CONTROL 
Commercial Carriers, Inc., of Detroit, Mich., and United 
Transports, Inc., of Oklahoma City, Okla., have joined in two 
motor finance cases—MC F-2741, T. M. Rinehart and Syntheti¢ 
Products, Inc.—Control—Complete Auto Transit, Inc.; Lease- 
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Georgia Driveaway Co., Inc., and MC F-2742, T. M. Rinehart 
and Synthetic Products, Inc.—Control—Contract Carthage Co., 


“l The protestants asserted, in MC F-2741, that “the Rinehart 
family, consisting of T. M. Rinehart, Betty Rinehart Cooper 
and Jane L. Rinehart,” and Synthetic Products, Inc., “a family 
corporation composed of the said Rineharts,” represented a 
community of interests through blood relationships so as to 
constitute a unit for purposes of control, and that the Rinehart 
family controlled Complete Auto Transit, Inc., “contrary to the 
allegations contained in the application. The protestants con- 
tended, further, that there existed between the Rinehart family 
and other persons in control of certain motor common carriers 
named in the application a relationship that constituted an 
affiliation of interest, and that this affiliation of interest vio- 
lated the provisions of section 210 of the act “in the absence 
of proof that such dual operations are consistent with the public 
interest and with the national transportation policy.” 

In MC F-2742, the protestants contended that it was in- 
consistent with the public interest for T. M. Rinehart and Syn- 
thetic Products, Inc., now in control of a contract carrier and 
allegedly having interests in other common carriers, to acquire 
control of Contract Cartage Co., Inc., “a common carrier con- 
ducting the same type of operations within the same territory.” 





Falwell Freight Operations 


Falwell Fast Freight, Inc., Lynchburg, Va., has filed with 
the Commission a reply to a petition for reconsideration en- 
tered by Brooks Transportation Co., Inc., in MC F-2600, C. W. 
Falwell, Jr—Control; Falwell Fast Freight, Inc.—Purchase— 
W. B. Draper and Evans Line, Inc. Falwell asked for denial of 
the Brooks petition. 

Reciting that division 4, by its report and order of Febru- 
ary 22, had authorized Falwell, a regular-route common car- 
rier between New York and Lynchburg, to purchase from 
W. B. Draper his irregular-route operating rights between 
Lynchburg and Roanoke, and from Evans Line, Inc., regular- 
route operating rights between Roanoke and Charleston, Fal- 
well said: 

“However, protestant at the hearing and petitioner here, 
Brooks Transportation Co., Inc., seems dissatisfied and asserts 
that division 4 has made an error. The alleged errors, as a 
matter of law, are merely expressions of displeasure and in 
substance and fact are not errors.” 

Falwell said the ground assigned for the protest was the 
connection of two regular routes with an irregular route. 

Brooks Transportation Co., Inc., in a complaint filed with 
the Commission, MC C-481, Brooks Transportation Co., Inc. vs. 
Falwell Fast Freight, Inc., has alleged that the operations con- 
ducted by Falwell via the Draper irregular route certificate 
were illegal in that Falwell had converted a certificate for ir- 
regular-route operations into an exclusively regular-route oper- 
ation, without authority. Brooks asked the Commission for a 
cease and desist order and for cancellation of rates, fares, or 
charges that would permit Falwell to perform a regular-route 
common carrier service via the irregular-route Draper certifi- 
cate (MC 41875) and connecting the Falwell rights (MC 903), 
on the one hand, with the Evans rights (MC 1379), on the 
other hand. 

Under MC 903, the complaint said, Falwell transported 
general commodities over regular routes from Lynchburg, Va., 
to New York, N. Y., and under MC 1379, commodities generally 
from Roanoke, Va., to Bluefield, W. Va. These rights, the com- 
plaint continued, were being operated under temporary author- 
ity, dated August 26, 1944, and by virtue of the decision of 
division 4 in MC F-2600, decided February 22. 


TRUCKER-FORWARDER JOINT RATES 


The Shipper Consolidators Institute, of Los Angeles, Calif., 
an organization representing independent shippers, groups, or 
associations of shippers who consolidate and forward their own 
freight on a pool-car basis, has issued a statement asserting that 
“drastic action has already been taken to assure a hands-off policy 
on the part of Congress in the matter of the attempt of the freight 
forwarders throughout the country to secure enactment of per- 
manent legislation permitting them to continue extracting 
secret rates from motor carriers, even to the extent of with- 

‘holding from the public the ridiculously low rates that they 
pay these carriers for hauling freight from outlying points to 
Consolidating stations.” 

The institute was represented at the hearing and argument, 
February 26 and 27, before the Commission in MC C-440, In 
the Matter of Terminal to Terminal Transportation Charges of 
Liberty Motor Freight Lines, Inc., LeCrone Benedict Ways, 

c., and Akers Motor Lines, Inc.—Acme Fast Freight, Inc., 
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National Carloading Corporation, and Universal Carloading & 
Distributing Co., Inc. At that time, counsel for the institute said 
he appeared on behalf of those referred to as ‘‘and others” in sec- 
tion 408 of the interstate commerce act. Special examiners of the 
Commission had recommended that the Commission find that the 
‘temporary permission accorded in section 409(a) of the act, 
that joint rates between forwarders and motor common car- 
riers might be maintained, did not apply to line haul transpor- 
tation by the motor carriers (see Traffic World, March 3, p. 
521). The institute supported the report. 

The institute said, in its release, it had completed a survey 
that “shows that freight forwarders from coast to coast are 
forcing the acceptance of secret low rates on the motor carriers, 
greatly to the detriment of the motor carriers themselves as 
well as to independent shippers, groups or associations of ship- 
pers who consolidate and forward freight on a non-profit basis.” 





Regular and Irregular Routes 


“The penalty against an irregular-route operator for de- 
veloping his business, through necessary and convenient service 
rendered to the shipping public, to a point where the service 
becomes of a regular-route nature, should not be death, as 
contemplated by a cease and desist order,’ said the Commerce 
and Industry Association of New York, Inc., and the Shippers’ 
Conference of Greater New York in a brief on exceptions to 
the tentative report and order by the Commission, division 5, 
in MC C-246, Transportation Activities of Brady Transfer & 
Storage Co., in which the division outlined a definition of 
“regular-route” motor carrier service, found that Brady Trans- 
fer was conducting unauthorized regular-route operations, and 
invited exceptions or briefs on its tentative conclusions (see 
Traffic World, Dec. 30, 1944, p. 1676; Feb. 3, p. 261, and Feb. 
24, p. 467). 

The two New York organizations said they had little or no 
interest in the merits or demerits of “the particular case in 
issue in this proceeding,” but that they were substantially in- 
terested in the general question of the granting of proper 
authority to operators of motor trucks, both in regular and 
irregular-route service. 


They said Congress had laid on the Commission the duty, 
when issuing a certificate restricted to irregular-route opera- 
tion, to make some provision in the certificate for continuance 
of the service to the shippers and receivers of freight who, by 
their patronage, might and probably would at some future date 
make it economical and necessary for the carrier to operate 


over or via a regular route. Concluding paragraphs of the brief 
included the following: 


Admitting, for the sake of argument, and without being in posses- 
sion of a copy of the record, that the division was justified in finding 
that respondent is and since June 1940 has been conducting operations 
as a common earrier by motor vehicle of property between the Twin 
Cities on the one hand and Spencer and Ft. Dodge, Ia., on the other, 
over unauthorized regular routes, such a finding, of necessity, raises 
the question ‘‘what to do?’’ 

Centuries ago the sound principle of reward for demonstrated merit 
was recognized. One of the Apostles expounded it in the following 
language: 

‘‘Well done thou good and faithful servant; thou hast been faith- 
ful over a few things, I will make thee ruler over many things . 
(Matthew 25:21). ; 

That the ancient principle of reward for demonstrated merit is still 
recognized as sound and worthy is amply proven by the fact that two 
of our present eminent Commissioners received their initial appoint- 
ments as a result of its application. Now, applying that principle to 
instances where irregular-route common carriers have met the con- 
venience and necessity of the buyers of transportation to an extent 
sufficient to cause the public to utilize their services to a degree that 
makes it more economical to graduate into regular-route operation, 
authority to take that progressive step should be granted without dis- 
ruption to the fulfillment of the convenience and. necessity, in trans- 
portation matters, of the public. ... 


Reading Refunding Bond Issue 


The Reading Co., in Finance No. 14863, has asked the 
Commission for authority to issue and sell $84,000,000 prin- 
cipal amount of its first and refunding mortgage bonds, series D, 
saying that it would apply the proceeds of the sale, together 
with funds from its treasury, to the retirement of $84,249,700 
principal amount of obligations represented by four issues out- 
standing in the hands of the public. 

R. W. Brown, president of the Reading Co., said the ap- 
plication proposed a comprehensive refunding operation that 
included the retirement of all of its outstanding general and 
refunding mortgage bonds due in 1997, improvement mort- 
gage four per cent bonds due in 1947, and the remaining and 
outstanding Reading Co.-Jersey Central collateral trust bonds 
due in 1951. He said the principal amount of securities to be 
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retired now outstanding in the hands of the public approximated 
$95,000,000. 

The refinancing, Mr. Brown continued, was planned to be 
accomplished partly through issuancé and sale of the $84,000,000 
first and refunding mortgage bonds for which the Commission’s 
approval was sought, partly through a proposed arrangement, 
with banks involving short-term borrowings not in excess of 
$6,000,000, and partly through the use of company cash. 

The new bonds were expected to be marketed through 
competitive bids about the middle of April, said Mr. Brown, 
adding that the present Reading Co. mortgage, under which 
the new bonds were to be issued, would be amended and sup- 
plemented to “bring it in line with modern practices.” He 
said the name “first and refunding mortgage bonds” was made 
possible by the retirement and cancellation of debt, particularly 
the improvement mortgage fours. 

In its application the Reading Co. said that issuance and 
sale of the series D bonds would serve the public interest since 
it was expected that the applicant would realize substantial 
savings through a reduction in its fixed charges to be accom- 
plished by a lower rate of interest on those bonds as compared 
with the rates of interest now being paid on the bonds to be 
retired, and also by annual redemptions of the series D bonds 
through the operation of a sinking fund to be created in respect 
of such bonds. 


Southern Limited Control 


Two attorneys for the Commission—Vernon V. Baker and 
Philip N. Crowley—have assailed the findings recommended 
by Examiners W. R. Brennan and Frank A. Clifford in the 
proposed report in MC F-2583, The Greyhound Corporation— 
Investigation of Control—The Southern Limited, Inc., to the 
effect that evidence adduced in the proceeding does not estab- 
lish that control and management of The Southern Limited in 
a common interest with The Greyhound Corporation or with 
motor carriers controlled by the latter has been accomplished 
in violation of section 5(4) of the interstate commerce act (see 
Traffic World, Feb. 10, p. 323). 


Messrs. Baker and Crowley, in a 51-page brief on exceptions 
to the proposed report, asked the Commission to reject the 
findings proposed by the examiners, to find that “control or 
management of The Southern Limited, Inc., in a common in- 
terest with The Greyhound Corporation and Carriers controlled 
by it has been effectuated, and is continuing, in violation of the 
provisions of section 5(4),” and to order the respondents to 
take appropriate action to prevent continuance of such viola- 
tion. 

They asserted that the Southern and Greyhound companies 
were competitive for bus passenger traffic moving between 
Chicago and Paducah, Ky., between Chicago and Evansville, 
Ind., between Chicago and Terre Haute and Vincennes, Ind., 
and between Chicago and Florida and other southeastern 
points. They said that, as to coordination of schedules by 
Southern with connecting carriers, the president of Southern 
had been unable to point out “a single instance, where alterna- 
tive routing was available, in which a non-Greyhound company 
received an even break.” They added that Southern had no 
terminals of its own and depended on use of Greyhound- 
controlled terminals. 

The instant proceeding, the attorneys for the Commission 
said, was an investigation instituted by the Commission on its 
own motion to determine whether section 5(4) had been and 
was being violated. They said the “salient facts” that resulted 
in institution of the inquiry were: 


On July 11, 1939, Illinois Greyhound Lines, Inc., a subsidiary of 
The Greyhound Corporation, herein called Greyhound, filed an appli- 
cation under section 5(2) for authority to purchase the operating rights 
and certain property of Southern. That application, filed in No. MC 
F-954, was denied November 9, 1942, on the ground that consummation 
would result in an undue restraint of competition. . . During the 
pendency of that application National City Lines, Inc., herein called 
National, the sole stockholder of Southern, sold the entire capital stock 
of the latter to John and Vada Fitzgerald, 60 per cent, and RK. E. and 
Grace Thibert, 40 per cent. On June 28, 1943, 8% months after denial 
of the application of its subsidiary, Greyhound purchased from the 
Thiberts the Southern stock owned by them, representing 40 per cent 
of that outstanding. Effective with the next annual meeting of South- 
ern’s stockholders, March 23, 1944, its board of directors previously 
consisting of three members was increased to five, and two officials 
of Greyhound were elected directors, viz: R. A. L. Bogan and W. SS. 
Moore, vice president and comptroller, respectively, of Greyhound. 


The attorneys discussed at length personal and business 
relationships that, they said, had existed for many years be- 
tween The Greyhound Corporation and its officials, on the one 
hand, and “the Fitzgerald brothers, including John,” on the 
other. They said that John Fitzgerald had been employed, 
prior to 1928, by Greyhound. They stated that Southern ac- 
quired some Greyhound-type cruiser busses in 1937 or 1938 and 
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that such busses might be sold to a non-Greyhound company 
only with the consent of Greyhound. They urged that the Com. 
mission “avoid the pitfall which has overtaken the examiners 
and refuse to adopt a narrow legalistic concept of the statute’ 
adding that “such a construction would leave persons free jp 
the future to evade the Commission’s jurisdiction ‘through 
myriad devices’ and to defeat the apparent intent of Congress” 





F. E. C. REORGANIZATION 

Lorenzo C. Dilks, of Daytona Beach, Fla., who said he was 
an owner of first and refunding five per cent bonds, 1974, of 
the Florida East Coast Railway Co., has petitioned the Com. 
mission in Finance No. 13170, Florida East Coast Railway Cp, 
Reorganization, for reconsideration. He said that as a minorit 
stockholder of the bonds he was “dissatisfied and aggrieved by 
the plan of reorganization approved January 8, 1945.” 





MILWAUKEE EQUIPMENT PURCHASE 


Henry A. Scandrett, Walter J. Cummings, and George | 
Haight, trustees of the property of the Chicago, Milwaukee, gt 
Paul & Pacific Railroad Co., in Finance No. 14865, have asked 
the Commission for authority to issue $2,100,000 equipment 
trust certificates, series Y, dated April 1, the proceeds of which 
are to be used to purchase 1,000 steel box cars. 





Motor Act Prosecutions 


(Digests 0) statements issued by the Secretary of the Commis 
mon concerning prosecutions, in federal courts, for violations of 
motor carrier provisions oy the wnterstate commerce act or of Com 
mission rules and reguiations thereunder, appeaz below.) 


Federal district court, Massachusetts district, at Boston, 
In proceedings instituted by the Commission, permanent man- 
datory injunctions were granted directing and requiring Ster- 
ling Express, Inc., and The Haverhill-Lawrence Transportation 
Co., Inc., both of Haverhill, Mass., and both Class I common 
carriers of property by motor vehicle, to comply with the 
Commission’s orders with respect to the filing of annual and 
quarterly reports by such Class I carriers. One of the manda- 
tory injunctions directed and required Sterling Express, Ine, 
its agents, employes, and representatives, and those persons in 
active concert or participation with it, to file with the Com- 
mission certain annual and quarterly reports of its revenues, 
expenses, and other statistics that were then delinquent, and 
in the future to file such annual and quarterly reports at such 
times and for such periods as the Commission’s orders should 
require, so long as the defendant should continue to be a Class 
I motor carrier. The other mandatory injunction directed and 
required the Haverhill-Lawrence Transportation Co., Inc., its 
agents, employes, and representatives, and those in active con- 
cert or participation with it, to file with the Commission cer- 
tain quarterly reports of its revenues, expenses, and _ other 
statistics that were then delinquent, and in the future to file 
such quarterly reports and also annual reports of such statistics 
at such times and for such periods as the Commission’s orders 
should require, so long as the defendant should continue to be 
a Class I motor carrier. 





PULLMAN COMPANY SUIT 


A three-judge federal district court in Philadelphia entered 
an order March 22 in the suit brought by the antitrust division 
of the Department of Justice against the Pullman Company 
and its affiliates charging violations of the antitrust act, giving 
Pullman, Inc., one year in which to arrange for the sale o 
all capital stock it owns in its subsidiary, the Pullman Company, 
or for disposing of the $80,000,000 of physical assets of the 
sleeping car business. 

In May of 1944, the court issued a decree directing Pullman, 
Inc., to file with it an election to separate completely from its 
ownership and control either (a) all its interest in the sleeping 
car business and the properties used in connection therewith, 
or (b) all its interest in the manufacturing business and the 
properties used in connection therewith (see Traffic World, 
May 13, 1944, p. 1307). The directors of Pullman, Inc., decided 
to adopt the first alternative. 

The government sought an order requiring Pullman t 
dispose of its car manufacturing business if it failed to ente? 
into a contract for the sale of the servicing unit. It 
asked a ruling that Pullman could not simply retire from the 
sleeping car business, and that the court direct Pullman, Inc. 
to offer the physical assets or the capital stock to others besides 
the railroads. 

The court’s order stipulates that any contracts made by 
Pullman, Inc., are subject to court approval and that the Pull 
man Company may not sell any of its sleeping cars withoul 
the court’s sanction. The court also limited its direction 
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Pullman, Inc., to the statement that it might cause the Pullman 
Company to offer to treat with the railroads or any other 
rsons for the sale of the business or the stock. 

A statement issued by the Pullman Company said the 
order was regarded as properly considerate of the public inter- 
est, of the interest of employes, and of the interest of the 
35,000 stockholders of Pullman, Inc. 


BRASWELL MOTOR RIGHTS CONTESTED 


Five motor carriers and the Pacific Southwest Railroad 
Association have filed a complaint against the federal govern- 
ment in the federal district court for the western Texas dis- 
trict, El Paso division, to enjoin, set aside, annul and suspend 
an order of the Commission granting “grandfather” rights as 
a motor common carrier of general commodities between San 
Antonio, Tex., and Los Angeles, Calif., to J. V. Braswell, dba 
Braswell Motor Freight Lines, of El Paso, Tex., as successor 
in interest to Clarence T. English, dba English Freight Co. 

The complaint is docketed in the district court as Civil 
No, 439, Consolidated Copperstate Lines et al., vs. the United 
States of America. Plaintiffs, in addition to Consolidated and 
the Pacific Southwest Railroad Association, are: Navajo Freight 
Lines, Inc.; Southwestern Freight Lines, System Freight Serv- 
ice, and Western Truck Lines, Lt. They contend that the 
Commission, in granting a “grandfather” certificate to the 
applicant, refused to consider evidence these plaintiffs sought 
leave to submit, that there was a cessation of the operations 
of Braswell or his predecessors in interest for a two-year 
period after February 10, 1940, and that therefore the appli- 
cant could not qualify for a certificate under the requirement 
of operation “continuously since” the grandfather date. The 
plaintiffs said they were “interested in the premises” by reason 
of the fact that they were competitors for the movement of 
freight within the territory embraced in the Commission’s order 
of October 11, 1943, granting the “grandfather” certificate to 
Braswell Motor Freight Lines. 





ASBURY PARK-NEW YORK SUIT 


Asbury Park-New York Transit Corporation has filed suit 
against the Commission in federal district court, New Jersey 
district, in civil action No. 4902, asking the court to find that 
the Commission acted illegally in denying the transit corpora- 
tion’s application for reconsideration and setting aside of its 
order in MC 104416, David Greenfield Common Carrier Appli- 
cation. The transit corporation alleged that if this relief were 
not granted it would suffer “great and irreparable injury.” 
The corporation alleged that the Commission had granted Mr. 
Greenfield a certificate for operation as a common carrier of 
passengers and their baggage between New York, N. Y., and 
certain New Jersey points, despite a “total lack of competent 
testimony or evidence to support the findings and order.” It 
further alleged that the proof showed there was no need for 
Mr. Greenfield’s service. = 


ELKINS ACT VIOLATION 


The Commission has been advised that a grand jury in 
federal district court, western North Carolina district, at 
Shelby, returned an indictment in five counts charging Schwartz 
& Son, Inc., of Charlotte, N. C., with accepting concessions in 
Violation of section 1 of the Elkins act. It said these con- 
cessions resulted from the false billing of shipments of steel 
beams as scrap iron for remelting purposes only. 





Refrigerator Order and Permits 


C. W. Taylor, manager of the refrigerator car section of 
the Association of American Railroads, as agent for the Com- 
mission, has issued his second amended order No. 270, effec- 
tive from March 19 to July 31, ordering the Atlantic Coast 
Line Railway, the Florida East Coast Railway, and the Sea- 

ard Air Line Railway to discontinue the placement of RS 
ype refrigerator cars for loading citrus fruits from Florida 
for shipments destined to points south of the Ohio and Potomac 
fivers and east of the Mississippi River. ‘ 

He further ordered that diversion orders should not be 
accepted on RS type refrigerator cars loaded with citrus fruits 
in Florida originally billed to points north of the Ohio and 
Potomac rivers and west of the Mississippi River for diversion 
to destinations south of the Ohio and Potomac rivers and east 
of the Mississippi River. 

. The second amended order No. 270 cancelled in their en- 
tirety all general or special permits issued under the original 
or first amended order, effective March 19. It provided, as an 
€xception, that its provisions would not apply to shipments of 

hgerines, mid-season and temple oranges in straight or mixed 
carloads, or on tangerines, mid-season and temple oranges in 
mixed carloads with other citrus fruits when the three types 
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mentioned comprised not less than 50 per cent of the load; or 
to shipments of citrus fruits consigned to the armed forces for 
export, billed to Norfolk, Va., New Orleans, La., Charleston, 
S. C., or Newport News, Va. 

By amendment No. 1 to corrected general permit No. 4 
under order No. 219, the permit was extended to April 1. The 
permit would have expired March 20 (see Traffic World, 
March 10, p. 584). , 

Mr. Taylor also issued corrected general permit No. 3 under 
order No. 219, granting railroads authority to disregard entirely 
the provisions of the order as amended insofar as it applied 
to the furnishing of refrigerator cars for loading canned milk, 
or transporting such loads, originating in or destined to states 
east of the eastern borders of North Dakota, South Dakota, 
Nebraska, Kansas, and north of the northern borders of 
Arkansas, Tennessee and North Carolina, provided waypbills 
show reference to the permit. It was made effective March 20, 
to expire at 12:01 a. m., April 1. 

By corrected general permit No. 5 under his order No. 219, 
Mr. Taylor granted railroads permission to disregard the pro- 
visions of the order as amended insofar as it pertained to the 
furnishing or supplying of refrigerator cars for the loading of 
keg beer and mixed shipments of beer where keg beer amounted 
to 50 per cent or more of the load. The permit will become 
effective 12:01 a. m., April 1, and expire at the same hour, 
November 15. 


Travel Curtailment 


The policy of the War Committee on Conventions on church 
meetings and religious gatherings was stated March 19 in a 
letter from the committee to the Federal Council of Churches 
of Christ in America. 


No permit was required for the holding of any meeting 
for religious worship or for ecclesiastical ceremony, the com- 
mittee stated. No permit was required for any conference or 
meeting attended by not more than 50 persons from beyond the 
local commuting zone, or, in the case of rural communities, 
from beyond the normal trading area of the locality in which 
the meeting was held, said the committee, adding: 


The committee said application must be made for permission to hold 
other types of church meetings and that it will act on such applications 
in accordance with the following principles: 

If an application is filed for permission to hold a church legislative 
meeting, the policy of the committee is to grant a permit with the 
understanding that attendance must be held to the minimum number 
necessary for the group properly to function. The committee defines a 
church legislative meeting as one called to transact business essential 
to the continuance or survival of the church organization. Among dis- 
tinguishing characteristics of such meetings are: 

(1) The fiscal operation and control of church properties, (2) the 
amendment of canonical laws, (3) the election of a bishop, moderator 
or other chief executive officer of the church in that district, synod, 
diocese, presbytery, etc., (4) the selection or examination of candidates 
for ordination, (5) the assignment of pastors, and (6) the allocation of 
funds. 

Meetings of auxiliary groups such as women’s organizations, youth 
groups and missionary societies held concurrently with a church legis- 
lative conference require separate application for a permit. Meetings of 
denominations that have no central governing body are not eligible for 
permits as church legislative meetings. 

Permits are required for meetings of missionary societies, organi- 
zations of laymen, and for ministers’ conferences, youth group meetings 
and various other church auxiliary bodies. The policy of the committee 
is to deny such permits. 

Special courses of instruction for ministers or laymen requite a 
permit unless they are part of the regular normal curriculum of the 
educational institution in which they are held. 

Church camps and summer assemblies following the normal vaca- 
tion pattern do not require a permit. But any convention or meeting 
held at a camp or summer assembly ground does require a permit. 


In deference to an Office of Defense Transportation request, 
the Chester (Vt.) High School senior class won’t take that 
spring vacation trip to New York, said the O. D. T. Approxi- 
mately $500 raised for the trip would be turned over to Mrs. 
Eleanor Roosevelt, wife of the President, to be used for some 
worthy war cause, it said. 


Mrs. Roosevelt would be a guest at a student assembly on 
April 10, when she would receive the money from the class 
president, it said. 


In response to requests from the national committees of 
the Democratic and Republican parties, the War Committee 
on Conventions has stated its policy with regard to various 
types of party conventions and meetings, as follows: 


Purely local meetings of any nature may be held without need of 
application for a permit, if no more than 50 persons attend from out- 
side the city where the meeting is held or its local commuting zone. 

In the case of national, state, county or local nominating conven- 
tions with non-local attendance of more than 50, application must be 
filed with the committee. The committee will approve such applications 
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if attendance is limited strictly to that required by statute or to the 
minimum number necessary to conduct the business of the convention 
under wartime conditions. 

National, state, county and local political party committee meetings 
for the election of party officers or of a® budgetary nature, etc., if in- 
volving an outside attendance of more than 50, require application to 
the committee and the committee’s action will be based on the facts 
presented in each individual application. 

National, state, county and local party conventions, meetings, 
gatherings, dinners, banquets, or meetings of auxiliary organizations, 
held for purposes other than those specified previously require applica- 
tion for a permit if they involve non-local attendance of more than 5U. 
In such cases, it is unlikely to give its approval. 





CLAIMANT AGENCY FOR AIRLINES 

The Office of Defense Transportation has transferred to 
the aircraft division of the War Production Board its authority 
to act as claimant agency for the commercial airlines—the 
agency that asks for equipment for the lines. Henry P. Nelson, 
director of the W. P. B. division, said after a meeting with the 
new airlines industry advisory committee, that the division 
would make a concerted effort to obtain additional and larger 
airplanes for the lines. 


Oo. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued the fol- 
lowing additional conservation orders, each being supplemental 
to O. D. T. 3, authorizing coordinated operations in the areas 
indicated: Rev. 572, New York, N. Y., Baltimore, Md., and 
Washington, D. C.; Rev. 574, Alabama; Rev. 575, McCook, 
Kearney, and Hastings, Neb.; Rev. 577, Georgia; Rev. 579, 
East St. Louis, Ill., St. Louis, Mo.; Rev. 582, Alabama; Rev. 
584, New York and New Jersey; Rev. 585, Memphis, Tenn.; 
and New Orleans, La.; Rev. 586, Alabama; Rev. 587, North 
Carolina; Rev. 588, Chicago, Ill., and Milwaukee, Wis.; Rev. 
589, Poughkeepsie and Millerton, N. Y.; Rev. 590, Illinois, 
Iowa and Nebraska; Rev. 591, Dallas and Fort Worth, Tex.; 
Rev. 592, Alabama; Rev. 593, Louisville, Ky., and Cincinnati, O.; 
and Rev. 594, Wichita, Kan., and Kansas City, Mo. 

The O. D. T. has also issued supp. order O. D. T. 20A-197, 
Milan, Tenn., area, coordinated operations; O. D. T. 20A-198, 
Dyersburg, Tenn., area, coordinated operations; O. D. T. 20A- 
199, Nampa, Ida., area, coordinated operations; O. D. T. 20A- 
200, Chambersburg, Pa., area, coordinated operations; and 
supp. order O. D. T. 6A-94, New York, coordinated operations. 


Oo. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of regional and district officials of the 
O. D. T. in denying the following applications: 


Herbert L. Stupp, Sarasota, Fla., for certificate of war necessity 
in respect of a passenger automobile that had been converted into a 
property-carrying vehicle, No. 103. 

Philip Tucker, Kingston, N. Y., revocation of certificate govern- 
ing operation of a taxicab service for violation of terms of certificate 
and failure to comply with orders, No. 104, 

W. M. Paschal, Franklin, Ga., for additional allotments of mileage 
and motor fuel, No. 105. 

Peter Rosenberg, Chelsea, Mass., for inauguration of service as a 
private carrier of property by motor vehicle, No. 106. 


Oo. D. T. PERSONNEL CHANGES 


The Office of Defense Transportation has announced that, 
April 1, P. N. Simmons, regional director of the O. D. T. high- 
way transport department, New York City, will succeed Thomas 
H. Nicholl as director of the regional operations division of 
the O. D. T. highway transport department in Washington. 
Alvin S. McEvoy, assistant director of the regional operations 
division, will succeed Mr. Simmons. Mr. Nicholl is leaving 
the O. D. T. to take a position as vice-president and general 
manager of the Third Avenue Transit Corporation, New York 
City. Mr. Simmons was associated with the Chicago Surface 
Lines for 14 years before coming to the O. D. T. in 1942 as 
administrative officer of the local transport division. Mr. Mc- 
Evoy had been a district supervisor of the Commission for six 
years when he came to the O. D. T. in 1942. 


Oo. D. T. APPROPRIATION 


President Roosevelt has asked Congress to appropriate 
$11,000,000 for the Office of Defense Transportation for the 
fiscal year beginning July 1. For the present fiscal year Con- 
gress appropriated $17,000,000 for the O. D. T. but that amount 
included approximately $2,500,000 for overtime payments to 
O. D. T. employes as provided by Congress. The recommended 
appropriation of $11,000,000 does not include any estimate for 
overtime which may be submitted later if Congress authorizes 
overtime payments. 
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Trucking Farm Products 


The greatest harvest of agricultural products ever pr. 
duced by the American farmer—livestock, poultry, milk, fryj 
vegetables, grains, etc., was successfully moved in 1944 from 
producing areas without any loss due to lack of trucking trang. 
portation, the Office of Defense Transportation highway trans. 
port department announced March 22. 

Moreover, the O. D. T. stated, the job was accomplishe 
with less manpower and equipment than that available in pre. 
vious years and with reductions in mileage amounting to more 
than 683 million truck miles a year. 

The statements are made in a report of the O. D. T. high. 
way transport department and are based on information rp. 
ceived from O. D. T. agricultural industry transportation com. 
mittees, county farm transportation committees and from rep. 
resentatives of national farm organizations, state colleges of 
agriculture and other organizations concerned with the produ. 
tion, transportation and marketing of farm products. 

Agricultural products produced in 1944, the O. D. T. pointej 
out, #ncluded such record breaking totals as 155,000,000 head of 
livestock, 119,000,000,000 pounds of milk, 13,500,000 tons of 
commercial truck crops and the harvest of over 97,000,0% 
acres of corn and 110 million acres of wheat, oats, rice an 
soybeans, according to reports of the United States Department 
of Agriculture. This required transportation on the farm or ty 
market. 

Transportation of 1945 crops and farm products, the O. P, 
T. stated, posed serious difficulties for the nation’s farmers and 
agricultural haulers unless further efforts were made to reduce 
and conserve trucking mileage. Manpower, equipment. and tire 
shortages would be increasingly felt because of inductions into 
the armed forces, the steadily advancing age and deterioration 
of trucks and trailers and the tread worn condition of large 
numbers of heavy duty tires, O. D. T. said, adding: 


The 1944 savings in agricultural trucking mileage were achieved 
through the formation of agricultural industry transportation plans, 
through increased utilization of trucking facilities and through redy. 
tions in gasoline allotments amounting respectively to 153,000,000 miles, 
100,000,000 miles and 430,000,000 miles. 

Under O. D. T. agricultural industry transportation plans, producers, 
haulers, processors, and dealers joined in forming 1,081 committees 
in the livestock, dairy, poultry, and more perishable and seasonal farm 
products industries to eliminate possible waste mileage in the transpor-. 
tation of these products from producers to the plants of processors ani 
in intra-plant movements. Committee reports show the following 
— were made through 739 industry transportation plans during 
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The O. D. T. live stock transportation program is carried on by 
130 live stock industry transportation advisory committees, assisted by 
2,020 sub-committees. The committees include more than 16,000 pr 
ducers, haulers, dealers and receivers of live stock. 

Additional annual savings of 5,000,000 truck miles were obtained by 
transporting an increased number of live stock by the same or 4 
fewer number of trucks through greater utilization of the load carrying 
capacity of the vehicles operated. 

Live stock marketed for slaughter during 1944 estimated by the 
Bureau of Agricultural Economics included cattle, 19,800,000; calves, 
14,000,000; sheep and lambs, 24,500,000; and hogs, 97,000,000; a total 
of 155,300,000 head of live stock. 

To provide for the continuous movement of poultry and _ poultry 
products, 32 poultry and poultry products industry transportation aé- 
visory committees were organized and approved to function in over ™ 
agricultural counties in 25 states. 


Poultry Shipping Plan 

During the latter part of the year the O. D. T. joined with W. F. A. 
and the Office of Price Administration in a program to assist the 
armed services in obtaining adequate supplies of poultry. The program 
included: 

1. A W. F. A. order restricting sales of poultry in designated 
areas, such sales to be made only to W. F. A. authorized processors 
and buyers who in turn make poultry available to the armed forces. 

2. An O. D. T. limitation order requiring the transporter to have 
a copy of the W. F. A. authorization, issued to processors or buyefs, 
in his possession when transporting poultry within or from the desig 
nated area. Thus far four areas are affected—the Delmarva Peninsula, 
Shenandoah Valley, Gainesville, Georgia and Fayetteville, Arkansas 
areas. 

The bulk of the W. F. A. 1944 farm production of 119,000,000, 
pounds of milk entered into commercial channels and required trans 
portation from producing areas to civilian consuming centers, militaty 
installations, and processing plants. 


Dairy Products 
To emphasize the magnitude of the transportation involved, O. D. 7 
pointed out that milk processing plants report production of ove 
584,000,000 pounds of dry skim milk and over 172,000,000 pounds 
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ary whole skim milk for human food; 4,428,000,000 pounds of evaporated 
nd condensed milk, 1,800,729,000 pounds of cheese, 15,000,000 pounds of 


casein, 120,000,000 pounds of dried whey, 20,000,000 pounds of concen- 
trated skim milk, 180,000,000 pounds of concentrated butter milk, and 
in addition to fluid milk consumed by civilians and the armed forces 
and 1,486,000,000 pounds of butter. 

A total of 672 dairy industry transportation advisory committees 
were organized and approved by the O. D. T. as of December 31, 1944. 
These committees have developed 518 dairy industry transportation 
jans, Of which 503 have been approved and are now in effect. 

During 1944 the War Production Board authorized production of 
oo trailerized milk tanks for use in the transportation of dairy products. 
Applications for this equipment were handled by the O. D .T. Recom- 
mendations were also made to W. P. B. on applications for the con- 
sruction of similar type tanks for mounting on undercarriages supplied 
py the ultimate user. Through these programs 254 milk tank units were 
placed in intra-plant operations. ; 


Seasonal Farm Products 


As evidence of the vast amounts of perishable and seasonal farm 
products hauled during the year, reports show that in California alone 
92,000 tons of tomatoes, about 400,000 tons of cling peaches and about 
490,000 tons of apricots were transported to canneries and other process- 
ing plants. 
™ To aid in the transportation of perishable and seasonal farm prod- 
uts, 147 O. D. T. perishable and seasonal farm products industry 
transportation advisory committees were organized. At least 50,000,000 
truck miles were saved in the transportation of these products in 1944, 

County farm transportation committees in each of the nation’s 
3022 agricultural counties in collaboration with O. D. T. district 
offices made periodic reviews of certificates of war necessity covering 
farm trucks. As a result, reductions made in certificates of war neces- 
sity in 1944 brought about savings of 430 million truck miles and 39 
million gallons of motor fuel annually. In addition, since the rationing 
of motor trucks started early in 1942 up to December 31, 1944, 49,643 
applications for farm vehicles have been approved by the O. D. T. 
allocation section in Washington upon C. F. T. C. recommendations. 
The applications approved represent 23.4 per cent of all O. D. T. 
approvals for new commercial motor vehicles. 





Proposed Legislation 


Representative McGregor, of Ohio, has introduced H. R. 
207, a bill to terminate the $5 use tax on motor vehicles and 
boats. 

Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 2633, a bill to author- 
ie refund by the War Shipping Administrator of certain freights 
for transportation on frustrated voyages. The bill would author- 
iz the administrator to pay to American shippers or their 
authorized representatives sums collected by or for the account 
of the owners or operators of American flag vessels as freight 
for transportation which was not completed by reason of the 
frustration of- the voyage on order of the United States on or 
about December 1, 1941, and before February 16, 1942. The 
bill contains a proviso that when ‘‘such owners or operators or 
any of them have incurred any expenses in connection with 
such frustrated voyages, the payment shall be prorated upon 
such basis as the administrator may deem appropriate.” 

Representative Sullivan, of Missouri, has introduced H. R. 
651, a bill to prevent restaurants operated in connection with 
stations and terminal facilities of common carriers subject to 
the interstate commerce act from discriminating against mem- 
bers of the armed forces on account of race or color. 
Representative Burch, of Virginia, has introduced H. R. 
#47, a bill to restore the 2-cent-per-ounce rate of postage on 
first-class mail for local delivery. 

Representative De Lacy, of Washington, has introduced 
H. R. 2654, a bill to create a commission to be known as the 
Alaskan International Highway Commission. The commission 
would cooperate with Canada looking to construction of a 
tighway from the U. S. Pacific northwest to Alaska. 
Representative Hare, of South Carolina, has introduced 
1. R. 2648, a bill to create a Savannah Valley Authority. 


LOCOMOTIVE INSPECTION ACT 


_ The Senate has passed and sent to the House S. 46, the 
bill amending the locomotive inspection act to provide for the 
appointment of five additional inspectors and to provide for 
adjustments in salaries in the Bureau of Locomotive Inspec- 
lion of the Commission. 


Missouri Valley Authority 


_ Senator Overton, of Louisiana, chairman of the subcom- 
ttee on flood control and rivers and harbors of the Senate 
pemmerce committee, has announced that his subcommittee 
ll begin hearings April 16 on S. 555, the Missouri Valley 
huthority bill introduced by Senator Murray, of Montana. Sen- 
tor Overton said that proponents of the bill would be heard 
Pil 16 to 19, inclusive; that representatives of the War De- 
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partment would be heard April 20, and that opponents of the 
bill would be heard April 23 through April 26. 

Hearings before the subcommittee would be confined to 
navigation and flood control, including dams and reservoirs, he 
said, adding that “consideration will also be given to power 
and irrigation and other incidental matters connected with 
flood control and navigation projects.” 

President Roosevelt has sent to Congress a request for 
a supplemental appropriation for the fiscal year 1946 in the 
amount of $4,480,000 for the Department of the Interior, to 
provide funds for pre-construction activities by the Bureau of 
Reclamation and other agencies of that department in the 
Missouri Valley Basin. He said that this estimate included 
funds only for the work preliminary to actual construction of 
projects, work that ‘must be performed irrespective of whether 
construction of the projects in the basin is accomplished by a 
valley authority, or other agencies.” He added that, in his 
judgment, the proposed work would not interfere with the 
conduct of the war. Attached to the President’s request was 
a letter addressed to the President by Budget Director Harold 
D. Smith, setting forth details of the proposed expenditure in 
the Missouri Valley Basin. He noted that the flood control 
act of December 22, 1944 (public law 534) authorized an ap- 
propriation of $200,000,000 for the army corps of engineers and 
a like amount for the Bureau of Reclamation to undertake 
the construction of the initial stages of the Missouri River Basin 
development. 

“Mapping, stream gaging, and other field investigations 
must proceed and plans and specifications must be drawn if 
this region is to be included in any post-war federal construction 
program,” he said. “Work of this character performed by the 
Department of the Interior will facilitate the rapid establish- 
ment of the Missouri Valley Authority as a going concern, 
should the Congress determine to bring the authority into 
existence.” 

The budget director stated that authority to purchase 100 
additional motor vehicles was necessary to provide for trans- 
portation of field crews and other personnel in the open country 
of the Missouri River Basin. 


Railroad Earnings 


Based on advance reports from 88 Class I railroads, whose 
revenues represent 81.4 per cent of total operating revenues, 
the Association of American Railroads has estimated that rail- 
road operating revenues of $568,203,824 in February, 1945, de- 
creased 5 per cent under the same month of 1944. This esti- 
mate, it was pointed out, covered only operating revenues and 
did not touch on the trends in operating expenses, taxes, or 
final income results. 


Estimated freight revenues of $427,718,449 in February, 
1945, were less than in February, 1944, by 4.7 per cent, while 
estimated passenger revenues of $100,689,873 decreased 8.1 
per cent. Data by districts follow: 


Eastern District. ‘Thirty-four Class I railroads, whose revenues 
represent 91.1 per cent of the total operating revenues in the Eastern 
District, estimated that their operating revenues of $273,050,046 in 
February, 1945, decreased under February, 1944, by 7 per cent. Freight 
revenue of $205,357,174 was estimated to have decreased 7.6 per cent, 
while passenger revenue of $49,321,481 decreased 7.1 per cent. 

Southern Region. Seventeen Class I railroads, whose revenues 
represent 63.7 per cent of total operating revenues in the Southern 
Region, estimated that their operating revenues of $67,746,045 in Febru- 
ary, 1945, were less than in February, 1944, by 3.3 per cent. Freight 
revenue of $50,447,140 was estimated to have decreased 2.5 per cent, 
and passenger revenue of $13,289,363 decreased 7 per cent. 

Western District. Thirty-seven Class I railroads, whose revenues 
represent 77.4 per cent of total operating revenues in the Western 
District, estimated that their operating revenues of $227,407,733 in 
February, 1945, were less than in February, 1944, by 3.2 per cent. 
Freight revenue of $171,914,135 was estimated to have decreased 1.7 
per cent while passenger revenue of $38,079,029 decreased 9.7 per cent. 





Advisory Board Estimates 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has issued a compilation show- 
ing comparison of carloading estimates of the Shippers’ Ad- 
visory Boards with actual carloadings for the third quarter of 
1944. 

“The variations by boards were from an over estimate of 
9.2 per cent to an under estimate of 14.2 per cent,” said he. 
“It is interesting to note that 12 boards had a variation in 
estimates compared with actual carloadings of less than 10 

er cent. 
, “The estimated total of all 13 boards was 0.2 per cent over 
estimated. This compares with 2 per cent under estimated for 
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At Erie’s huge storage dock at 
North Randall, Ohio, ore is 
stock-piled for winter shipment 
to war-busy steel plants. 


Mo than 1,000,000 tons 
of iron ore is handled 
from lake freighters to cars 
each season at the Erie ore 
docks in Cleveland. Giant un- 
loaders with 17-ton buckets 
weigh and transfer 3000 tons 


of ore from boat to train in 


one hour’s time. 
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This ore continues via the 
Erie to its destination in the 
great steel centers of Eastern 


Ohio and Western Pennsylvania. 


This is one of the many 
facilities that the Erie provides 
to help keep war materials on 


the move. 
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the second quarter 1944 and 6.1 per cent under estimated for 
the first quarter 1944. 

“There were over estimates made in 8 commodity groups, 
variations ranging from 1.1 per cent to 12.9 per cent. There 
were under estimates of 17 commodity groups (excluding other 
fresh fruits and other fresh vegetables) ranging from 0.1 per 
cent to 18.5 per cent. Item No. 7, other fresh fruits, was under 
estimated 47.7 per cent, and item No. 9, other fresh vegetables, 
was under estimated 27.2 per cent. This is due to the many 
present day problems in the distribution of these products.” 
‘ The comparison, board total estimates with actual carload- 
ings, shows the following for the third quarter of 1944, with 
percentages of over and under estimates: 


Allegheny, 1,155,484 estimated, 1,145,146 actual, 0.9 over estimated: 
Atlantic States, 684,839 estimated, 692,964 actual, 1.2 under estimated; 
Central Western, 299,371 estimated, 277,979 actual, 7.2 over estimated: 
Great Lakes, 538,600 estimated, 544,903 actual, 1.2 under estimated; 
Midwest, 990,120 estimated, 947,251 actual, 4.3 over estimated; New 
England, 80,568 estimated, 84,677 actual, 5.1 under estimated; North- 
west, 920,182 estimated, 835,511 actual, 9.2 over estimated; Ohio Valley, 
1,065,471 estimated, 1,052,741 actual, 1.2 over estimated; Pacific Coast. 
286,537 estimated, 327,342 actual, 14.2 under estimated; Pacific North- 
west, 270,950 estimated, 277,680 actual, 2.5 under estimated; Southeast. 
758,904 estimated, 802,817 actual, 5.8 under estimated; Southwest, 581,710 
estimated, 628,216 actual, 8 under estimated; Trans-Mo-Kansas, 393,91] 
estimated, 396,528 actual, 0.7 per cent under estimated; total, all boards, 
8,026,647 estimated, 8,013,755 actual, 0.2 over estimated. 


Transport Cost Figures 


Representative Hinshaw, of California, in remarks in the 
House, has submitted statistics to show costs with respect to 
various modes of transportation “in order that the federal air- 
ways may stand in true perspective.” He said the cost of con- 
struction alone of inland waterways was $1,437,816,174 by the 
end of the fiscal year 1936, or $54,400 a mile, and borne entirely 
by the federal government. 

“It may interest you to know that the total cost to fiscal 
(year) 1939 for both construction and maintenance of the in- 
land waterways is the not inconsiderable sum of $3,637,528,923, 
and the over-all cost per mile is $138,000, none of it reim- 
bursable to the federal government in cash,” said he. 

“The Ohio River system alone, 891 miles from Pittsburgh 
to Cairo, plus 2,621 miles of waterways on tributary streams, 
a total of 3,512 miles of waterway, cost $234,000,000 and has 
an annual cost of maintenance for that system alone of around 
$7,000,000, I believe.” 

Mr. Hinshaw said there were 541,841 miles of highway in 
our primary, secondary and urban systems, that it was difficult 
to get at the cost, borne by states and their subdivisions and 
the federal government, but that the best estimate he could 
find was over $33,000,000,000, or around $60,000 a mile. 

Up to the fiscal year 1939, he said, there had been built 
98,681 miles of gathering and trunk pipelines at a cost of 
$829,646,000, or $8,500 a mile. 

By 1943, he continued, there were 219,073 miles of railroad 
(miles of road), and the railroads’ investment in roadway, 
exclusive of rolling stock, shop, etc., was $17,980,000,000, or 
$82,000 a mile. 

Mr. Hinshaw said the total cost of construction and recon- 
struction of the 35,000 miles of federal airways up to and in- 
cluding fiscal year 1944 was $59,957,114. In this amount, he 








Revenue Freight Loading 

Loading of revenue freight the week ended March 17 totaled 
815,789 cars, according to the Association of American Rail- 
roads. This was 49,499 cars or 6.5 per cent above the preceding 
week, 30,594 cars or 3.9 per cent above the corresponding week 


of 1944, and 47,655 cars or 6.2 per cent above the corresponding 
week of 1943. 
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said, was included the cost of the primary aids installed by 
the Post Office Department when the air mail service was in- 
augurated. He said the over-all installation cost of all airways 
was $1,713 a mile. He said new airways were installed now at 
about $1,200 a mile. Discussing air-mail revenues, he said the 
entire air-mail deficit of $128,734,267 since 1918 would be paid 
off by the end of the fiscal year 1945. 


REVENUE TON-MILES 


The volume of freight traffic, handled by Class I railroads 
in February, 1945, measured in ton-miles of revenue freight, 
decreased ten and one-half per cent under the corresponding 
month of last year, the Association of American Railroads an- 
nounced. February traffic amounted to 53,000,000,000 ton- 
miles, according to estimates based on reports received by the 
Association from Class I carriers. 

Compared with two years ago, the decrease was two and 
one-half per cent, although twice the volume of February, 1939, 

The following table summarizes final ton-mile statistics for 
the year 1944, and preliminary figures for the first two months 
of 1945: 


Per cent 
1944 1943 change 
ET CT EE re 57,264,554,000 60,611,053,000 Dec. 5.5 
ee ee 737,602,054,000 727,003,427 ,000 Ine. 15 
1945 1944 
SD iicgca kha don aera oo aya *57,000,000,000 60,487,994,000 Dec. 5.8 
PN odin oa diab disinewe 753,000,000,000 59,307,320,000 Dec. 10.6 


*Revised estimate. 
7Preliminary estimate. 





RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive 
of switching and terminal companies, totaled $82,996,957 in 
coaches and $52,616,012 in parlor and sleeping cars for Novem- 
ber, 1944, as against $86,555,920 and $50,693,951, respectively, 
for November, 1943, a decrease of 4.1 per cent and an increase 
of 3.8 per cent, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of passenger 
traffic statistics, other than commutation, statement M-250. 

For the eleven months ended with November, 1944, passen- 


.ger revenue amounted to $988,549,635 in coaches and $603,- 


018,735 in parlor and sleeping cars as compared with $910,412. 
786 and $538,896,759, respectively, for the like period of 1943; 
increases of 8.6 and 11.9 per cent. 

Revenue passengers carried for November, 1944, totaled 
41,200,785 in coaches and 5,303,210 in parlor and sleeping cars 
as against 41,447,236 and 5,061,603, respectively, for November, 
1943, a decrease of 0.6 per cent, and an increase of 4.8 per cent. 
For the eleven months ended with November, 1944, revenue 
passengers carried totaled 484,452,848 in coaches and 60,412,274 
in parlor and sleeping cars as compared with 470,311,244 and 
03,671,843, respectively, for the like period of 1943. 





LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued its summary of quarterly reports of 
persons furnishing cars to or on behalf of carriers by railroad 
or express companies, covering the third’ quarter of 1944, state- 
ment Q-900. 

The data were compiled from 266 reports of car companies. 
They showed a total of 267,480 cars owned at the close of the 
period, consisting of the following: Refrigerator, 117,283; pe- 
troleum tank cars, 125,393; other tank cars, 10,898; stock cars, 
4,586; gondola and hopper cars, 6,565; and other cars, 2,755. 

Of the cars owned by the reporting companies, a total of 
15,351 were leased to railroad and express companies, and 
68,827 were leased to “all others,” making a total of 84,178. 
Cars leased by the reporting companies from railroad and 
express companies and others at the end of the fourth quarter 
of 1944, totaled 17,279, of which 3,451 were refrigerator cars, 
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Coke Products Ore L.C.L. Miscellaneous Total 
15,400 41,905 17,080 108,380 405,052 $15,789 
15,140 45,547 13,693 106,110 377,061 785,195 
14,958 40,154 17,312 98,829 367,612 768,134 
14,946 42,443 16,555 97,652 383,658 766,290 
iF 24.7 2.1 7.4 3.9 
8.0 

3.0 4.4 9.7 10.2 6.2 

1.3 
161,147 435,028 138,313 1,091,437 4,143,880 $418,584 
167,284 469,902 153,062 1,122,528 4,045,315 8,665, 169 
166,000 427,743 157,441 1,004,158 3,923,970 $252,468 

. 2.4 

3.7 7.4 9.6 2.8 2.8 
7 8.7 5.6 2.0 

2.9 a 








of 1 
mac 
1,50 
as | 
610 


stoc 
the 
tha 
rep 
59.3 
anc 


Droeos ri 


= 





d by 
iS in- 
ways 
WwW at 
d the 
paid 


‘lusive 
57 in 
ovem- 
tively, 
crease 
ssion’s 
senger 
50. 
assen- 
$603,- 
0,412,- 
1943; 


otaled 
g cars 
ember, 
r cent. 
evenue 
112,274 
14 and 


nomics 
orts of 
zilroad 
_ state- 


panies. 
of the 
33; pe- 
k cars, 
2, (oes 
otal of 
s, and 
84,178. 
id and 
yuarter 
r cars, 





Total 
$15,789 
785,195 
768,134 
766,290 

3.9 

6.2 
,418,584 
,665, 169 
K 252,468 


2.8 
2.0 









March 24, 1945 


8198 were petroleum tank cars, 5,359 were other tank cars, 
125 were stock cars, 116 were gondola and hopper cars, and 
30 were other cars. 

Revenue received from hire of cars, based on mileage, per 
diem basis, or other car service basis, was as follows: Refrig- 
erator, $19,398,108; petroleum tank cars, $19,247,963; other tank 
cars, $811,638; stock cars, $344,026; gondola and hopper cars, 
$442,619; other cars, $218,159; total, $40,462,513. 


CAR SUPPLY REPORT 


In the week ended March 10 the average daily surplus 
of freight cars was 11,625 while the average daily shortage of 
freight cars was 18,415, according to the car service division 
of the Association of American Railroads. The surplus was 
made up as follows: Plain box, 2339; auto, 35; flat, 103; gondola, 
1,506; hopper, 677; others, 6965. The shortage was made up 
as follows: Plain box, 15,581; auto, 1,193; flat, 885; gondola, 
610; hopper, 146. 


DRIVEN-IN RECEIPTS OF LIVESTOCK 


“Driven-in Receipts of Livestock,” compiled by the live- 
stock and meats branch of the Department of Agriculture under 
the direction of Hilda D. Lantz, agricultural statistician, shows 
that for 1944 truck receipts (drive-ins) at 68 public markets 
represented the following percentages of total receipts: Cattle, 
59.2; calves, 66.6; hogs, 66.7; sheep and lambs, 32.3; horses 
and mules, 40.8. 


Rail Transport Situation 


In a review of “the national transportation situation” sent 
by him to general chairmen and national association officers 
of the Shippers’ Advisory Board, W. C. Kendall, chairman of 
the car service division of the Association of American Rail- 
roads, said the percentage of detention of freight cars in Feb- 
ruary—16.02—was the lowest on record since the car efficiency 
plan began to operate in March, 1942. 

Checks made in February, said he, showed that 57,916 
cars out of a total of 361,503 cars on hand were being detained 
over the free time of 48 hours. The percentage of detention 
for January, 1945, was 19 per cent, and for February, 1944, 
18.2 per cent. Mr. Kendall said that, as of February 28, there 
were 601 regular car efficiency committees in 856 communities 
—this number not including the large number of special car 
efficiency individuals in New England. Reporting as to the 
supply of various types of freight cars, Mr. Kendall, in part, 
sald: 

Box Cars 

Since early in December the supply of box cars of all types has 
not been adequate in any part of the country except for the New 
England territory and in California due to heavy inbound traffic to 
these areas. The situation in western territory has been extremely 
critical due to the decrease in return movement from the east caused 
by the severe storms during this period. 

The demand for the higher grade box cars continues at a high 
level for loading of munitions, explosives and other war materiel, grain 
and grain products and foodstuffs. 

To provide the maximum assistance to the western territory the 
car service division placed orders February 17, effective February 19, 
with all eastern and southeastern roads to deliver to their western 
connections a specified number of empty box cars each day. These 
quota orders have resulted in the delivery to western roads of 22,153 
empty box cars through March 15. It will be necessary to continue 
these orders in effect until further relief is provided the western terri- 
tory where there still remains a tremendous volume of grain on farms 
and in country elevators which must be marketed in advance of the 
new grain harvest starting in early June. It is expected that further 
improvement will be made in the box car supply, but it is somewhat 
questionable that the supply will be adequate to meet current require- 
ments fully through the fall months on account of the present prospects 
for bumper crops of agricultural commodities, a further increase in 
the movement of grains across the lakes which requires rail trans- 
portation on both ends, and continued heavy requirements by the 
military, including the movement of substantial quantities of foodstuffs 
to ports for the liberated areas. 

On account of abnormal demands for refrigerator equipment in the 
southeast territory effective March 3 ventilated box cars were with- 
drawn from general service for use in handling the heavy volume of 
citrus fruits from Florida. The use of ventilated cars is confined to 
the area south of the Potomac and Ohio Rivers. 


Stock Cars 


The supply has been fully adequate in all parts of the country. 
Because of the tight box car supply stock cars have been substituted 
wherever possible for the loading of commodities normally moving in 
box cars. The spring livestock movement is now under way in Western 
territory and-it is necessary to withdraw these cars from loading of 
other than livestock, also to move any surplus in the East and South- 
east to the Western states. 


Coal Cars 
The unprecedented series of heavy snows with sub-zero or near 
zero temperatures throughout the Great Lakes area in New York State 
during the latter half of December and ending late in February had a 
Serious effect on the turn around of coal cars thereby dislocating the 
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supply with consequent sizable shortages of cars at the mines. This 
was confined principally to central Pennsylvania, western Pennsylvania, 
and northern West Virginia fields. The floods in the Monongahela, 
Allegheny, Ohio Rivers and tributaries in early March again for a few 
days affected the ability of certain roads to get cars to the mines in 
limited areas. Now that these obstacles are behind us, the coal car 
supply should be sufficient with the continued cooperation of everyone 
concerned, but there will at no time be any large surplus of equipment, 


Gondola Cars 


The same conditions prevailed with this type of car as with the 
coal cars. Deficiencies resulted in the Pittsburgh, Youngstown, Cleve- 
land and Buffalo steel producing districts. This situation is rapidly 
improving. The supply will continue thin with the possibility of spotty 
deficiencies of short duration, but as a whole the requirements should 
be met, 

Flat Cars 


The demand for flat cars for transportation of material which can- 
not be loaded on other type equipment is extremely heavy for the 
movement of military impedimenta, finished war materiel, and agri- 
cultural implements. The deficiencies in the lower peninsula of Michi- 
gan which prevailed in February have been overcome. The most serious 
area for flat cars is Illinois-lowa-Wisconsin. There will doubtless con- 
tinue to be some stringencies for flat cars, and the supply will be thin 
in all territories. 

Heavy Capacity Flats 

With an ownership of less than 500 cars of more than 150,000 ton 
capacity and confined to a few railroads, shipments requiring this type 
of car have been moved to and from locations in almost every state 
in the Union. Due to the method of control exercised by the car service 
division with the concurrence and cooperation of the owners, all ship- 
ments have been protected in a commendable manner. 


Covered Hoppers 


There is no surplus and present indications are that as the con- 
struction season gets under way, the demands for this type of equif- 
ment may well increase and the available supply will be rather tight. 


Tank Cars 


Of approximately 150,000 tank cars in service, nearly 115,000, or 
77 per cent are allocated to the petroleum movement. Oil movements 
to eastern seaboard area are now averaging 540,000 barrels, or nearly 
2,500 cars daily, as against the peak movement of approximately 5,000 
cars per day dring June and July, 1943. There has been an offset, 
however, in that cars removed from eastern service have been trans- 
ferred to other petroleum loading to the Pacific Coast or in the middle 
west and there has been little change since the war started in the 
number of tank cars in petroleum service. 

At present an average of 82 symbol oil trains start out every day 
from producing areas in various sections of the country. Sixty-five of 
these trains operate to the eastern seaboard, 12 to the Pacific Coast, and 
5 are confined to the middle west. These trains are operated on pub- 
lished O. D. T. schedules, both as to loaded and empty movement, and 
are averaging on time or better performance. Most of the oil must 
be moved long distances. Shipments for the east coast originating in 
the southwest or middle west, are handled an average of 2,000 miles 
and cars in these trains are now being turned around in about 20 days, 
Similarly, the trains to the west coast must be moved somewhat over 
1,500 miles, and these cars are back at loading points within 15 days 
of the previous loading. ‘l'ank cars in symbol! trains are averaging 
from 250 to 300 miles per day. 

While the severe weather conditions this past winter seriously 
slowed up tank car movements in the territory adjacent to the Great 
Lakes, it was possible to divert most of the petroleum and other 
important movements to route South of that area. 

Other commodities moving in tank cars, such as alcohol, chemicals, 
and vegetable oils, are also essential to the war program and are 
receiving expeditious service. 


Embargoes 


The railroad embargo machinery, which is centered in car ‘service 
division offices at Washington and Chicago, continues to be used daily 
to stop the flow of traffic which cannot be unloaded promptly at destina 
tion. Generally embargoes are placed against specific consignees where 
car accumulations and delay exist, but the embargo is also used as 
a cushion against increasing difficulty when any major interruption to 
railroad service occurs. During late January and early February the 
congestion caused by the unprecedented storms in the east was relieved 
by the issuance of three brief nationwide embargoes. More recently 
a general embargo was placed on less than carload and forwarding 
company traffic, for the dual purpose of enabling the railroad freight 
houses to work off a backlog of cars held beyond their current capacity, 
and to release box cars for the handling of carload traffic, the move- 
ment of which had been deferred due to car shortage. In some areas 
the embargo fully served its purpose and enabled railroad freight 
houses to get their operations on a current basis. In other areas, 
where the backlog was greater, and labor problems more acute, the 
improvement resulting from the embargo was not sufficient to wipe out 
the holdings of delayed cars of l.c.l. freight. Further consideration 
must be given to the question as to how this situation can be relieved 
and freight house operations restored to a normal basis everywhere. 

During the flood along the Ohio River recently, practically all of 
the railroads serving Cincinnati and Louisville found it necessary to 
place embargoes against traffic moving to or through those points. 
Practically all of these embargoes have now been cancelled, and 
barring further flood trouble, the operations and interchanges of all 
lines at Cincinnati and Louisville will be normal by the time this 
report is distributed. 


Military Requirements 


Requirements for open-top and box-car equipment for mili- 
tary impedimenta movements were received briefly by Mr. 
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Kendall, the demand for open tops having been greater than 
that for box cars. 


Passenger Traffic 


“The best available index as to the extent to which rail 
transportation is utilized for passenger travel is revenue pas- 
senger-miles, which in the year 1944 established an all-time 
record, amounting to over 95,575 million miles, an increase 
of 7,731 million miles or 8.8 per cent over 1943,” said Mr. 
Kendall. 

To present some measure of the volume of passenger 
service rendered by the railroads comparing one period with 
another, Mr. Kendall showed the revenue passenger-miles for 
1918, the year of the first World War; for 1939, the year Ger- 
many entered Poland; for 1941 the year the United States 
entered the war, and for 1942, 1943, and 1944, as follows: 1918, 
42,676,579,000; 1939, 22,651,334,000; 1941, 29,350,229,000; 1942, 
53,658,615,000; 1943, 87,819,503,000; 1944, 95,575,196,000. Con- 
tinuing, he said: 


The number of units available to the railroads for rendering this 
service has been greatly reduced, comparing 1944 with 1918, yet the 
volume of revenue passenger miles has increased more than two-fold. 
This service has been made possible by the greatest practical measure 
of cooperation between railroads in arranging for the use of each 
other’s equipment. Many of the military installations have been located 
in areas where passenger travel has heretofore been very light, and 
it has thus been necessary for railroads owning the larger amounts of 
equipment to share their cars with those roads less well provided. 

Military requirements affect the supply of passenger carrying cars 
available for other uses and there are no signs to indicate that there 
will be any lessening in demands for this purpose in the immediate 
future and is likely to increase. From data available it appears that 
travel as a whole is continuing at a high level. 

With the military personnel now abroad there have been some 
changes and fluctuations in the strictly organized military movements. 
However, new problems are constantly arising with the changing 
military program. Statements have been published from time to time 
as to the number of prisoners of war, casualties, etc., being returned 
to this country and with VE-Day, it can be expected that there will 
be increasing demands upon the railroads in carrying out the War 
Department program. Aside from this, there are also considerable 
demands upon the railroads for passenger service in connection with 
other government activities which must be met; all of which has a 
bearing on the facilities available for civilian travel. Similar conditions 
prevail with respect to all types of passenger train equipment aside 
from strictly passenger carrying cars. 


Petroleum Transportation 


Tank car trains “highballed” into the east coast with an 
average delivery of 546,447 barrels a day of crude oil and pe- 
troleum products for the week ended March 17, Deputy Petro- 
leum Administrator Ralph K. Davies said March 22. 

This was the highest daily delivery by tank car since the 
week ended September 16, 1944, when 549,212 barrels a day 
were hauled into the eastern seaboard. 

At the same time Mr. Davies announced that in the week 
ended March 10, an all-time record of 2,042,530 barrels a day 
of crude oil and petroleum products were moved into the east 
coast area by all types of transportation—tankers, tank cars, 
pipelines, barges and boxcar. Much of this shipment included 
military supplies, he added. 

Previous all-time movement into the Atlantic Coast region 
was 1,989,679 barrels a day, in the week ended August 26, 1944. 

Referring to the high tank car shipments, Mr. Davies said: 


It is fortunate that the tank cars are again operating according to 
the programmed schedule, because once again we will have to depend 
on the tank cars, along with the pipelines and the barges, to carry the 
brunt of the burden of supplying civilian as well as military demand 
along the eastern seaboard during the spring and summer months, 

Tankers are now being withdrawn from Gulf Coast-east coast civil- 
ian service to meet urgent overseas military requirements. 

This means that we must continue to meet east coast requirements 
with fewer facilities. However, we do not anticipate any unusual diffi- 
culties. 


Mr. Davies explained that an average of 1,871,300 barrels 
a day of crude oil and petroleum products had been scheduled 
for movement into the eastern seaboard district in April. This 
is 50,000 barrels a day less than the March schedule. 

Military demands in April would be 128,000 barrels a day 
higher than they were in March, but civilian requirements 
would be lower than they were in March, he said. 

Removal of tankers from civilian service ordinarily would 
upset the schedule, Mr. Davies said, except that shipments by 
barge and tank car could be maintained at higher levels in the 
warmer April days than was possible in March when floods 
tied up the barges and snow and floods crippled tank car move- 
ments. 

Box-car shipments of kerosene in drums to New England 
were sustained at high levels, averaging 19,703 barrels a day 
in the week ended March 17, an increase of 611 barrels daily 
over the previous week’s shipments. 
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Pipelines continued their above-rated-capacity perform. 
ance, with the “Big Inch” (24-inch) pipeline delivering an ayer. 
age of 318,205 barrels a day of crude oil into the New York. 
Philadelphia terminals. ’ 

The “Little Big Inch” (20-inch) pipeline delivered an ayer. 
age of 234,888 barrels daily in the week ended March 17. 


PETROLEUM INVESTIGATION 


The House has authorized its interstate and foreign com. 
merce committee to continue its investigation into petroleum 
problems, including transportation of petroleum. 








Coal Transportation 


Midwestern bituminous coal mines were being requested by 
the Solid Fuels Administration for War to provide more than 
2,000,000 additional tons of coal for railroad locomotive fy} 
as part of the 1945-46 program to get maximum use from ap. 
ticipated limited supplies, the S. F. A. announced March 20, 

This tonnage, Deputy Solid Fuels Administrator Charles J, 
Potter said, would replace a similar amount of Appalachian 
mined soft coal formerly used by midwestern railroads, thus 
shortening transportation hauls and freeing fuel for consumers 


— were entirely dependent on eastern coals. Continuing, he 
said: 


The 15 railroads and railroad systems that will use the extra mid 
western soft coal will reduce their consumption of eastern bituminoys 
coal moved via Great Lakes vessels by about 975,000 tons. The ral. 
roads also will reduce consumption of Appalachian coals shipped to 
them by all-rail routes approximately 1,185,750 tons from 1944-45 fye} 
year rail-hauled tonnage. 


Under the new program the affected railroads will take 4,354,000 
tons of eastern-mined soft coal via lake vessels during the 1945-46 fuel 
year as against the 5,329,000 tons shipped by water that they con. 
sumed in the 1944-45 fuel year. The railroads will haul by rail from 
the east some 15,423,906 tons for their own use in the 1945-46 fyel 


year, as compared with 16,609,656 tons moved all-rail in the 1944-45 
fuel year. 


Coal to Lake Ports 


Simultaneously with this announcement, Mr. Potter said 
that producers of bituminous coal would be permitted, on and 
after March 21, to ship soft coal to Great Lakes loading ports 
for transshipment in cargo vessels prior to April 1, without 
having to obtain written permission from the S. F. A. area 
distribution manager for the district in which it is produced, 
The order granting this permission (S. F. A. Order No. 21) 
revokes a notice of direction issued February 26, which required 
producers of bituminous coal to obtain written authority before 
forwarding coal for transshipment on the lakes. 


COLD STORAGE OCCUPANCY 


Public cold storage warehouse occupancy on March 1 was 
at 68 per cent for coolers and 69 per cent for freezers, accord- 
ing to the War Food Administration, which noted a decline 
of 2 per cent for coolers and 4 per cent for freezers under 
February 1 figures. This change, it said, followed the normal 
trend. Cooler occupancy, according to the agency, was 6 points 
lower, and freezer occupancy was 23 points lower than March 1, 
1944, but cooler occupancy was 16 points above the March 1 
five-year average, while freezer occupancyy was 4 points below 
that average. 

The W. F. A. said occupancy in private warehouses had 
also declined in February, cooler occupancy dropping from 
78 on February 1 to 72 per cent on March 1, and freezer occu- 
pancy from 80 to 75 per cent. 





“E” AWARD TO U. S. RUBBER EMPLOYES 


Presentation of the army-navy “E” production award to 
employes of the Passaic plant of the United States Rubber Co. 
will take place April 5, at the plant, according to an announce- 
ment by the company. The company was informed by Under- 
= of War Robert P. Patterson that the award had been 
made. 

Speakers at the ceremony will include high-ranking army 
and navy officers, officials of the company, and of the local labor 
union, United Rubber Workers of America. Each worker will 
be presented an “E” pin at the ceremony, for which W. L 
Jensen has been appointed general chairman of the committee 
on arrangements, and A. E. McMahon, vice-chairman. Other 
members of the committee are: J. W. Smith; R. W. Gibbs; 


“Ralph Hanes; Edward M. Lebo; A. E. Shaeffer; Charles E. 


Strehl; F. L. Kane; J. E. Lovas; L. E. Moran; R. D. Gatrell; 
and J. T. Flower, Jr. 
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Air Transportation 





Federal-Aid Airport Bills 


Spokesmen for municipalities in widely separated parts of 
the country were among witnesses heard by the Senate com- 
merce committee as it resumed hearings on S. 2 and S. 34, 
bills introduced, respectively, by Senator McCarran, of Nevada, 
and Senator Bailey, of North Carolina, to provide federal-aid 
funds for construction of airports (see Traffic World, March 
17, p. 667), and several of these witnesses took the position 
both of the bills fell far short of providing the money the cities 
would need to bring about realization of the airport projects 
they already had planned. 

Senator McCarran, in brief testimony in support of his 
pill, pointed out that it contemplated construction of about 
6,000 airports and that it called for an expenditure, over a 
five-year period, of one billion dollars, half of which would be 
provided by the federal government. He suggested that small 
airports might be built by the states, without federal aid. 

Mayor LaGuardia, of New York City, appearing as a 
spokesman for the U. S. Conference of Mayors, stated that the 
total cost of the Idlewild airport being built at New York City 
would be $71,000,000, that $11,000,000 had been spent and 
$12,000,000 had been contracted for, on that airport, and that 
the city hoped to get federal aid toward its completion. He 
said some cities were prepared to spend amounts far exceeding 
the “matching” amounts they would receive from the federal 
government under terms of the considered bills. He urged 
that federal funds for airports be allocated by the Civil Aero- 
nautics Administration, and favored the five-year program 
proposed in S. 2. 

Mayor Jeffries, of Detroit, Mich., averred that both bills 
were inadequate as to the amount of federal-aid funds they 
would provide. He said that for airports of class 1 and class 2, 
the subsidy should be 50 per cent federal and 50 per cent state, 
or, as to the latter half, 25 per cent state and 25 per cent local, 
and that the federal government should pay half the construc- 
tion cost, exclusive of the cost of hangars, of class 4, class 5 
and “some class 3” airports. 

Oscar E. Hewitt, commissioner of public works, of Chicago, 
Ill., averred in the course of his testimony that promotion of 
aviation was a federal rather than a local or municipal func- 
tion. D. C. Miller, Memphis, Tenn., commissioner, endorsed 
the statements made by Mayor LaGuardia, Mayor Jeffries and 
Mr. Hewitt. Testimony along similar lines was offered by Mil- 
ton M, Kinsey, president of the St. Louis, Ill., Board of Public 
Service and chairman of its Municipal Airport Commission. 

Colonel Roscoe Turner, president of the National Aviation 
Trades Association, urged that attention be given to the con- 
struction of small airports and asserted that “97 per cent of 
our aviation is non-scheduled.” He said that more airports 
would mean more jobs, greater distribution of air mail services, 
and a higher standard of living of the country generally. 

Alfred MacDonald, of Wichita, Kan., representing the 

American Municipal Association, discussed the airport needs 
and airport operations at Wichita, saying that “the industry” 
had to pay for operation of the airport. He contended that 
municipalities should look to the federal government for aid 
In airport construction. Oliver L. Parks, of the Parks Air Col- 
lege, East St. Louis, Ill., averred that too much emphasis had 
been placed on plans for long runways and believed that no 
runways longer than 7,000 feet were necessary. 
_ John Paul Jones, of Des Moines, Ia., an attorney, appear- 
Ing as a representative of the National Aeronautic Association, 
said that “unless and until we have smaller airports that take 
care of private fliers you are not going to have a successful 
airport program.” He said that $3,500 to $10,000 would “pro- 
vide a nice airport” in Iowa, that a system of such airports 
would funnel traffic to the major air terminals, and that 
$71,000,000 would buy all the airports in Iowa. 


N. A. R. U. C. Position 


Provisions of S. 2 and S. 34, limiting the use that might be 
made of state taxes or fees imposed on any phase of aero- 
hautics, needed clarification. Frederick G. Hamley, general 
solicitor of.the National Association of Railroad and Utilities 

ommissioners, told the aviation subcommittee. 

“The general purpose of these provisions appears to be 
to prevent the diversion of aeronautical taxes or fees to any 
use not directly related to aviation,” said he. “With that 
8eneral purpose the state regulatory commissions have no quar- 
Tel. However, the particular wording of these provisions def- 
Initely, in the case of S. 2, and possibly, in the case of S. 34, 


721 


would prevent the use of such taxes and fees for such aviation 
regulatory purposes as may be provided by state law.” 

Mr. Hamley said that 19 state regulatory commissions 
now had authority, under their respective state laws, to regu- 
late rates and fares for intrastate air commerce. He said he 
was aware that the Civil Aeronautics Board and the transcon- 
tinental airlines, and undoubtedly others, felt that economic 
regulation of air carriers should be vested exclusively or almost 
so, with the federal regulatory agency and that the states should 
be proscribed from that field of governmental activity. That 
question, he continued, would undoubtedly receive the attention 
of Congress in the consideration of the several bills proposing 
to amend the civil aeronautics act and that he did not believe 
the committee desired to consider “that complex and perplex- 
ing question in connection with these airport bills.” 

“And yet,” he continued, “if the language of the provisions 
of S. 2 and S. 34 which I have referred to are left in their 
present form, that action may amount to an indirect or col- 
lateral determination of the question of state jurisdiction over 
intrastate air commerce. This is true, for the reason that those 
provisions, either directly or by possible intendment, prohibit 
the states from levying any regulatory fee or tax.” 

Mr. Hamley said a regulatory fee or tax meant the pay- 
ment of application and filing fees by carriers and utilities 
subject to regulation. Some states also, said he, collected an 
annual regulatory tax or license for the particular purpose of 
financing the operation of the state regulatory agency. 

“Regulatory fees and taxes of the character I am referring 
to are in every case, insofar as I am advised, reserved exclu- 
sively for the use of the regulatory commissions in carrying 
on their duties,” said he. “They are often reserved for use 
in regulating the particular class of utility or common carrier 
from which the funds were collected.” 

The constitutionality of this method of financing the cost 
of state regulation was clearly established in Charlotte, C. & A. 
Ry. Co. vs. Gibbes, 142 U. S. 386, said he. He also cited Great 
Northern Ry. Co. vs. Washington, 300 U. S. 154; Morgan’s 
Steamship Co. vs. Board of Health, La., 118 U. S. 455, and 
Nashville, C. & St. L. Ry. Co. vs. Alabama, 128 U. S. 96. 

“Constitutionality of such fees and taxes is predicated 
upon a showing that the revenue collected does not exceed the 
cost of regulation of the class of carriers or utilities from which 
collected,” said he. 

“When and if state regulation of intrastate air commerce 
becomes active after the war, every state which undertakes 
such regulation will undoubtedly provide for the collection of air 
carrier application and filing fees of nominal amount and for the 
exclusive purpose of paying part of the cost of the regulation 
of such carriers. In addition, those states undertaking aviation 
regulation, which now finance part or all of their other regula- 
tory functions by the imposition of special fees and taxes, will 
probably, in most cases, desire to do likewise with reference 
to air commerce. Hence, any provision in these federal airport 
bills which will operate to prevent these states from providing 
such application and filing fees, or other regulatory taxes, will 
greatly embarrass and hamper such regulation.” 

Mr. Hamley asked for amendments to make it clear that 
the kind of taxation he was referring to would not be barred. 
In conclusion he emphasized the point that Congress ought not 
to pass on the question of state regulation of intrastate air 
carriers with respect to rates and fares and operating rights in 
the bills now under consideration by the committee. 

“Our association’s amendments to these bills is solely di- 
rected to averting an indirect or partial determination of the 
question of federal-state jurisdiction prior to a full study and 
hearing of that issue,” said he. 


U. S. Chamber of Commerce 


The Chamber of Commerce of the United States strongly 
favored a federal-aid airport system, said Alvin B. Barber, 
manager of the Chamber’s transportation department. He sum- 
marized the Chamber’s views as follows: 


To replace the recent trend toward financing of airport construction 
mainly by the federal government and direct appropriations for par- 
ticular airport projects, a federal-aid airport system should be estab- 
lished. Federal funds for airports should be matched by at least equal 
amounts of state or local funds for the same uses. Federal funds should 
be restricted to grading, drainage, construction of runways, lighting 
and other safety features. Federal funds should be apportioned by an 
equitable formula taking account of the needs of the various states and 
localities from the viewpoint of a nationwide airport system, with due 
consideration to the provision already made of airports from defense 
and war expenditures. State or local jurisdictions should be required to 
provide land, buildings and maintenance. 

A major part of such a program should be reserved for periods of 
low business activity. Administrative and financial responsibility for | 
airport work should be concentrated in a single agency in each juris- 
diction—federal, state and local. There should be airport planning sur- 
veys in each state to be conducted in cooperation with the federal 
agency on the one hand and local airport authorities on the other, 
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Plans for airport systems should recognize that privately owned 
and operated airports constitute approximately one-half of the total 
number of existing airports, although a much smaller fraction of the 
total expenditures thereon, and that theSe private airports represent 
investments of great importance to future development of aviation. 
Governmentally financed airport projects which would result in de- 
structive competition with existing private airports serving the same 
areas and types of aviation service should not be undertaken. 


Air Chamber’s Views 


The Aeronautical Chamber of Commerce of America, Inc., 
represented by William T. Piper, president of the Piper Aircraft 
Corporation, recommended that the federal government em- 
bark immediately on a complete landing facility program pro- 
viding facilities for both commercial and personal air trans- 
portation. In part, he said: 


To enable the airplane to achieve its promise, and our industry to 
provide the maximum volume of employment in the postwar era, the 
utility of aircraft must be materially enhanced. ‘The key to wider 
utility is more landing facilities. 

In the field of commercial! aircraft, the need is for a comprehensive 
study to ascertain the need for, and location of, airports. Such a study 
would take due account of the development of many new transport 
aircraft with a speed and utility far in excess of the planes now being 
operated by the airlines. 

In the field of personal planes, the situation is far different. The 
need here is for legislation that will permit the construction of the 
largest number of facilities possible, quickly, cheaply. Every community 
—all 16,752 of them—should be encouraged to provide a convenient and 
economical landing facility immediately. 


Port of New York Authority 


Views of the Port of New York Authority were submitted 
by Walter P. Hedden, director of port development of the port 
authority. He said there was little question that there would 
be a sharp increase in air travel after the war. He said the 
increase in such travel, together with the need for non-sched- 
uled flying, by private planes, was necessarily limited by the 
advisability of airports at both ends. He said the committee 
was to be congratulated for its foresight in considering now a 
comprehensive program for providing adequate airports on a 
nation-wide scale. He said the port authority had adopted a 
resolution stating its position on several points in the proposed 
legislation. He said the authority approved certain provisions 
and sought changes in others, the details of which he placed 
before the committee. He said the bills very properly called 
for a dollar for dollar matching of federal funds with local 
funds—that this was a principle that had been followed in 
connection with federal highway-aid and was sound and was 
endorsed by the authority. The authority urged that the legis- 
lation provide that municipalities and counties as well as states 
might deal directly with the federal government in developing 
large terminal airports. It said that unrestricted use of federal- 
aid airports by military and naval aircraft without charge 
would seriously affect the control of airport operations and the 
financing of local contributions toward the construction cost of 
such airports. It was requested that “just and reasonable” 
charges be exacted for the use of such airports by military and 
naval aircraft. 


Air Transport Association 


Stuart G. Tipton, acting president and general counsel of 
the Air Transport Association of America, said the association’s 
board of directors had considered the matter of postwar air- 
port construction and had concluded that a national system of 
public airports was essential to the growth and development of 
aeronautics in the United States, and that federal aid for the 
establishment of such a system was fully justified in the na- 
tional interest. A federal-aid program for airports, said he, 
fell squarely within the precedent long-established by Congress 
of appropriating funds for the development of rivers and har- 
bors and for the development of public roads. The airport 
program, said he, would make the same contributions to the 
general welfare of the country that waterways and public 
roads did. Thus, said he, there could be no question but that 
the interests of the country and the development of all phases 
of aeronautics required that Congress take this action and that 
it do so within the near future. He indicated that the bills 
were sound in general principle. However, he continued, each 
bill contained provisions that would prescribe the state or local 
organization with which the federal government was to work 
in carrying out the program. 

“This, we feel, may retard the successful execution of the 
program by introducing administrative conflict and confusion 
which should and can be avoided,” said he, adding that the 
airline industry believed it would be better if no attempt were 
made by Congress to prescribe the type of local organization 
that was to cooperate with the federal government. 


Bearing Cost of Program 


_ “The airline industry has been quite concerned at proposals 
which have been made to abandon the policy long established 
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with respect to highway and waterway improvements and tg 
assess against owners and users of aircraft the cost of estab. 
lishing or improving the 6,305 airports contemplated by this 
legislation,” said he. “It seems clear that if this were done 
the anticipated growth and expansion of aeronautics in this 
country would be severely hampered and the public benefits 
to be derived from such development would not be realized” 

Mr. Tipton, discussing further the question of assessing 
owners and users of aircraft to meet the cost of the airport 
program, said, in part: 


The cost of carrying out the proposed construction and improve. 
ment program and operating and maintaining the airports when they 
are completed naturally divides itself into three segments. ‘The first is 
the capital contribution made by the federal government, the seconq 
is the capital contribution of the project sponsor whether state or 
municipal or both, and the third is the expense of operating and main. 
taining the airport after it has been built. 

The first and most important question being presented to this com. 
mittee is as to the source of funds falling in the first category—thoge 
which will be appropriated by the Congress pursuant to this legislation 
if it is enacted. Certainly, these expenditures should not be charged tg 
the airlines. In the first place, it would be most unfair to them since 
they will use only a small percentage of the airports proposed for cop- 
struction or improvement under the program. According to the Ciyij 
Aeronautics Administration plan submitted to the Congress, 40 per cent 
of the airport funds which would be appropriated under this bill would 
go for fields intended only for private flying, and which could not be 
used in any case by an airline. Even those fields which can be used by 
the airlines will be public airports available for use by private fiyers, 
charter operators, the army, navy, and other government aircraft. .,, 

Airports are general public facilities just like the streets of a city 
or the roads connecting cities. It has always been the policy of Congress 
to regard appropriations of this character as contributions to the gen- 
eral public welfare and, thus, proper charges against general tax 
revenue. 


Effect on Air Rates 


In addition to being inequitable, the imposition upon airlines of 
additional charges by reason of the execution of this airport program 
would conflict with one of the major purposes of the program, that is, 
the improvement of air transport service and the wider distribution of 
its benefits. In submitting its program to Congress, the Civil Aero- 
nautics Administration pointed out that one of the great benefits of the 
program would be a reduction in the cost of providing air transport 
service. During the hearings it has frequently been stated that as a 
result of the program, air transportation would be much more widely 
available than it is at the present time. It has been pointed out that 
the traffic on airlines may increase from two billion passenger miles 
per year to seven billion passenger miles during the next five years, 
In considering these predictions, however, it must be remembered that 
air transportation cannot be made more widely available unless air 
transport costs can be sharply reduced. In fact, the seven billion pas 
senger mile figure came from a study made by the Curtiss-Wright Cor- 
poration and was based upon a reduction of air transport passenger 
fares from 5 cents a mile to 3% cents a mile. The airlines cannot pro 
vide the increased and expanded service and develop their full poten- 
tial if their expenses are driven upward by excessive and unwarranted 
costs. It is our hope that we can make air transportation available to 
everyone and not restrict it to those who are comparatively well-to-do. 


Municipal Airport Charges 


Now, as to the other two portions of the cost of this program—the 
sponsor’s capital cost and the operating expenses of the airport in the 
municipality where it lies. We have noticed that there is a widespread 
misconception as to the arrangements under which airlines use mr 
nicipal airports. It is said that municipalities subsidize the airlines to 
get them to serve the city, and efforts are made to indicate that we 
conduct our business on free facilities. Nothing could be further from 
the truth. When an airline is ready to make arrangements for service 
to a city, its representatives sit down with those of the city to work 
out those arrangements on a purely business basis. Usually they take 
the form of a lease. Under it, we rent space in the administration 
building and in the hangars on the same basis that we rent space from 
private individuals for other purposes within the city itself. We paj 
just as much for that space and sometimes more. In addition, we are 
charged for the use of the landing strips and we are required to pay 
well for that privilege. These payments are varied by the number of 
landings in a month and the type of equipment used. ‘The general 
policy of the industry in conducting these negotiations is to pay ou! 
fair share of the cost of operating and maintaining the airport. 


Other Witnesses 


Representative Jennings Randolph, of West Virginia, test 
fied that, in his opinion, an adequate national airport construc 
tion program would require expenditure, over a ten-year period, 
of federal funds in the amount of $100,000,000 a year, to be 
matched by state funds. 

Arthur Brown, of Lancaster, N. Y., representing the All 
craft Distributors’ and Manufacturers’ Association, contended 
that there was an urgent and immediate need for small all 

orts. 

. Charles Upham, engineer-director of the American Road 
Builders’ Association, contended that immediate planning °® 
airport construction was important and said that, if federal-aid 
funds in the amount of $100,000,000 a year were author 
ized for appropriation for airport construction in the postwe 
years, $20,000,000 of the first year’s federal-aid money shoul 
be made available to the states for “advance planning” of a 
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ports, with the understanding that that amount would be de- 
ducted from allocations to the states in subsequent years if 
they used the “planning” funds. He said that if either of the 
considered bills were passed “tomorrow,” at least one year 
and, in many cases, 18 months cr more would elapse before 
actual construction of airports could begin. 

Mr. Upham objected to a provision of the bill by which 
employes on airport projects would be limited to a 40-hour 
week, saying that that provision was not adaptable to needs 
of the construction industry, in which contracts had to be com- 
pleted within specified periods of time, and that, moreover, 
reasonable conditions of employment were already prescribed 
py the fair labor standards act. He said it was important, from 
the standpoint of economy and efficiency, that airports be built 
by the contract method, rather than on a “day labor” basis. 

Lowell H. Swenson, manager of the National Aeronautic 
Association, urging federal aid for a national landing facilities 
program, pointed to land grants to railroads and public ex- 
penditures on highways and airways and asserted that the fed- 
eral government’s financial aid to transportation had made pos- 
sible the United States becoming “the world’s leader in inter- 
nal transportation.” He said the federal government could not 
expect any dollars-and-cents return to the Treasury on money 
it invested in airport construction; that airport operation was 
generally unprofitable, that construction costs could not be 
amortized out of operating receipts, and that the precedent in 
road building created doubt that even taxes could amortize the 
investment. 

“You can’t measure in dollar-and-cents the benefits stem- 
ming from airfields,” said he. ‘Those benefits are all indirect.” 





Air Certificate Applications 


If domestic air carriers succeed in their efforts to obtain 
overseas air routes to the possessions and territories Pan Amer- 
ican Airways now holds authority to service, it will be necessary 
for Pan American to enter the domestic air transport field, 
says Pan American Airways in an application filed by it with 
the Civil Aeronautics Board, proposing air transport service on 
“eight main transcontinental trunk airlines within the United 
States, reaching from the Atlantic to the Pacific and between 
the Great Lakes and the Gulf.” The application is docketed at 
the C. A. B. as No. 1803. 

Pan American recites in its application that for 17 years 
it has strictly confined its services to the foreign field, and that 
in that period it has been the policy of the federal government 
to separate the domestic and international fields. Possibilities 
of a departure from that policy were seen in a proposed report 
by C. A. B. examiners in the so-called North Atlantic case, in 
which it was recommended that one of the routes considered 
in that proceeding be awarded to American Export Airlines 
on condition that acquisition of control of that carrier by 
American Airlines, a domestic carrier, be authorized. 

Domestic routes are proposed by Pan American as follows: 
(1) Between New York, N. Y., and Miami, Fla., via Baltimore, 
Md.-Washington, D. C.; (2) between New York and New 
Orleans, La., via Baltimore-Washington; (3) between Chicago, 
Ill., and Miami; (4) between Chicago and New Orleans; (5) be- 
tween New York and Seattle, Wash., via Chicago; (6) between 
New York and San Francisco, Calif., via Chicago; (7) between 
New York and Los Angeles, Calif., via Chicago, and (8) between 
Los Angeles and Seattle via San Francisco. Pan American said 
that all of these terminal cities except Chicago were already 
main operating bases of its international routes, and added 
that C. A. B. examiners had recommended that Pan American 
be authorized to serve Chicago in trans-Atlantic service to 
Europe, as well as Detroit, Mich., Boston, Mass., and Wash- 
ington, D. C. 

In another new application, No. 1800, filed with the C. A. B., 
Eastern Air Lines proposes expansion of its service farther to 
the west, by extension of its route No. 47, which now has 
St. Louis, Mo., as its western terminus, to Kansas City, Mo., 
via Jefferson City and Sedalia, Mo. That route has two eastern 
termini, one being Washington, D. C., the other being Nashville, 
Tenn., and Evansville, Ind., is the junction point of the two 
branches of the route. 


Other new applications filed with the C. A. B. follow: 

No. 1798, Braniff Airways, Inc., Dallas, Tex.; scheduled transporta- 
tion of persons, property and mail between Houston, Tex., and Chicago, 
lll., via Little Rock, Ark., and St. Louis, Mo. 

No. 1799,Braniff Airways, Inc.; scheduled transportation of persons, 
property and mail between Houston and New Orleans via Galveston 
and Beaumont-Port Arthur, Tex. 

No. 1801, Buffalo Transit Co., Buffalo, N. Y.; scheduled transporta- 
tion of persons, property and mail over several routes between Buffalo, 
on the one hand, and, on the other, specified points within a radius 
of about 35 miles from Buffalo; between Buffalo and Jamestown, N. Y., 
and between Buffdlo and New York City, via Rochester, Syracuse, 
Utica, Amsterdam, Schenectady, Albany and Poughkeepsie, N. Y. The 
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applicant says it now operates motor bus service and is affiliated with 
Erie County Motor Coach Line, Inc., Red Bus Line, Inc., and James- 
town Motor Bus Transportation Co., Inc. 

No. 1801, John G. Campbell, Buffalo, N. Y.; scheduled transporta- 
tion of persons, property and mail over routes the same as set forth 
in application No. 1801. Applicant says he owns, directly or indirectly, 
all the stock of the Buffalo Transit Co. and the other three companies 


named in the application in No. 1801, and is the president of those 
companies. 


No. 1804, Lt. John T. Furth, U. S. Marine Corps Reserves, dba 
Marine Airways, of La Jolla, Calif.; scheduled air mail and air freight 
pickup service between Boston, Mass., Bangor, Me., and Burlington, Vt. 
Applicant says he is a naval aviator and that Marine Airways is ‘‘a 
serviceman’s organization, seeking to provide post-war opportunity for 
about 90 ex-servicemen.’’ 

No. 1805, Coast Air Express, New Orleans, La.; application for 
approval by the C. A. B. of the operation by this applicant of an 
airport, flying and instrument school in addition to any airline for 
which the C. A. B. might grant a certificate to Coast Air Express. 
Air transport services are proposed by this applicant in an application 
filed earlier and docketed as No. 1342. 


International Air Transport 


Senator McCarran, of Nevada, in testimony March 19 be- 
fore the Senate commerce committee in support of his own 
bill, S. 326, to establish the “All American Flag Line, Inc.,” as 
a government-sponsored, cooperative enterprise of all the exist- 
ing United States air carriers to represent this country in the 
field of foreign aviation (see Traffic World, Feb. 24, p. 481), 
charged that the State Department had used “weasel words” 
in some of its adverse criticism of his bill and contended that 
adoption of the policy set forth in S. 326 would give the 
United States the “inside track” in the commerce and industry 
that world-wide air transportation was certain to develop. 

“I believe that the proposal for a single American flag 
line in international air transportation, with all existing Amer- 
ican air carriers participating in its management and direction 
and sharing in its profits, will mean unprecedented growth for 
American aviation and new prosperity for the domestic air- 
lines of the country,” he said. 

He objected to the use of the term “chosen instrument” 
to describe his proposal, saying that it was not proposed to 
select some specific airline to represent the country in foreign 
air transport, but to “forge” an international air carrier from 
the whole American aviation industry. He saw an analogy 
between the sending of such an air carrier into competition 
with those of other nations and the selection of a team of 
outstanding athletes to represent this country in the Olympic 
games. He emphasized that the proposed All American Flag 
Line would be a cooperative company, with monopoly in its 
operations but not in its control. Pan American Airways, he 
said, would own not over 25 per cent of the stock of the 
proposed carrier, and no two or even three existing carriers 
would have voting control of All American Flag Line. The 
stock of the latter would pay interest of 6 per cent and pos- 
sibly as high as 8 per cent, he added. He said that in addition 
to the 25 per cent interest of Pan American, representing an 
investment of $50,000,000, the stock of the proposed company 
would be distributed as follows: American Airlines, Inc., $25,- 
000,000 or 12% per cent; United Air Lines, $22,000,000 or 11 
per cent; Transcontinental & Western Air, Inc., $15,500,000 or 
between 7 and 8 per cent; Eastern Air Lines, $12,500,000 or 
slightly over 6 per cent, and each of the other certified U. S. 
air carriers, $5,000,000 or 2% per cent. 

Senator McCarran said that all he was advocating was 
the principle of his bill and that he would not resist amend- 
ments that left the principle intact. He said that competition 
for foreign air transport business after the war would be 
between nations, and averred that “controlled competition” 
as that term was used by the opponents of his bill simply 
meant regional monopolies, with division of the world into 
zones and with authorization of operation by one U. S. air 
carrier in each zone. He discussed, as illustrative of success 
of the national one-company idea, the pre-war operations of 
the Royal Dutch Airline (KLM) and the German Lufthansa. 


Criticism of State Department 


He described as ‘somewhat misleading” an observation by 
the State Department, in comment on his bill, that experience 
of several named countries with the one-company plan in 
foreign air transport had been so varied that no conclusion 
could be drawn on the basis of those operations generally. 
The State Department’s further statement that certain coun- 
tries, including Argentina, Peru, Brazil, Mexico and Canada, 
had extended a policy of regulated competition to international 
aviation, he said, was “a weasel-worded statement if ever I 
saw one.” He maintained that the experience of every nation 
in the aviation field had demonstrated, not only a desirability, 
but also a necessity for forming one national airline to repre- 
sent the country in international air transport. 

The British government recently had made public a “white 
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paper” setting forth its plans for future British policy in the 
international aviation field, said Senator McCarran. He added 
that, although that declaration of pglicy had been described 
in some quarters as a decision of Great Britain to adopt the 
idea of “regulated competition,” but that a reading of the 
“white paper’ showed that, in reality, it provided for the 
setting up of three international airlines, each operating in 
its own “sphere of influence,’ including the British Overseas 
Air Corporation, which would have an interest in the other 
two lines. Senator McCarran said all three airlines would 
be dominated by the existing government-owned British Over- 
seas Air Corporation, that Lord Swithin would continue to 
appoint the directors of the B. O. A. C., and that “that means 
unified control.” 

“The British are going ahtad full steam, while the United 
States procrastinates,” he declared. 


Subsidy Questions 


To decide, under the so-called “regulated competition” 
policy which carrier should receive a given foreign air route, 
and which carrier should “get the gravy,” Senator McCarran 
said, would be a difficult task. He suggested that it would 
be unfair to the taxpayer to have to subsidize one air carrier 
whose operations over a Pacific route would have to be subsi- 
dized by the federal government, while another carrier with 
a route across the north Atlantic prospered, without a sub- 
sidy, and put money into its coffers. 

Senator McCarran envisioned a one-company foreign air 
carrier for the United States as a military asset in time of 
war, and saw a probability of federal government ownership 
of the international.communications system, including airways 
communications, as dévelopment desirable from the stand- 
point of national defense. 

He said that the American merchant marine’s share of 
world trade declined progressively in the years before the war 
and contended that this unsatisfactory situation was due to 
the fact that American shipping companies were competing 
not only with those of foreign nations, who had the financial 
support of their respective governments, but with each other. 
He warned that the United States must be cautious not to 
adopt a foreign air transport policy that would “weaken our 
bargaining position with the rest of the world.” The policy 
he proposed, he said, could be changed if at any time in the 
future it should prove impractical, but, he added, “if we now 
build up equities we shall be forced to recognize hereafter, 
— we shall be restricting our freedom of choice for the 

uture.” 

In the course of questioning by members of the committee, 
March 22, Senator McCarran said he was opposed to participa- 
tion in the “All American Flag Line, Inc.,” plan by other than 
air carriers if such participation would lead to control of the 
line. He said he would favor an arrangement whereby rail- 
roads, for example, would act as ticket sales agents for the 
airline. It was suggested, in that connection, that agents of 
western railroads had for years acted as ticket agents for for- 
eign steamship lines. 

Another assertion made by Senator McCarran was that 
he did not wish to see Pan American operate as a domestic 
line in the United States in connection with its foreign opera- 
tions. 

When Senator Bailey suggested that the plan might lead 
to government ownership of the airline and subsidy, both of 
which he said he hoped could be avoided, though subsidy might 
not be avoided, Senator McCarran declared that the plan pro- 
vided in his bill was the way to avoid government ownership. 
The bill provided for subsidy payments under specified condi- 
tions, he explained. 

Senator Brewster, of Maine, in questioning Senator Mc- 
Carran, expressed criticism of agreements reached by repre- 
sentatives of the United States at the international air confer- 
ence in Chicago, and asserted that the United States by commit- 
' ting itself to the policy of “freedom of the air’ was heading 

for trouble. Senator McCarran said he wished to see Columbia 
“rule the air’ as Britannia had “ruled the waves.” 

William A. Patterson, president of the United Air Lines, 
was heard by the committee the afternoon of March 22. In the 
international aviation field, Mr. Patterson favors the “chosen 
instrument” which he says “simply describes the old practice 
of giving to a single American company the responsibility and 
— to function as a public utility under government regu- 
ation.” 


INTERNATIONAL AVIATION TREATY 


Assistant Secretary William L. Clayton, of the State De- 
partment, testifying before the Senate foreign relations com- 
mittee March 19 in support of ratification of the convention 
on international civil aviation transmitted to the Senate by the 
President (see Traffic World, March 17, p. 669), said that 
that document was “independent of all other agreements drawn 
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up at the Chicago air conference and should be considereg 
on its merits,” and described it as “a ‘constitution’ for the 
post-war air world, a frame-work under which internationa] 
aviation can thrive and grow strong.” 

He said the international civil aviation convention set forth 
a modernized basis of regulations governing international ciyj] 
aviation, including air transport, air navigation and technica] 
plans of aviation, and that it established a basis for common 
air practices throughout the world. He said the new convention 
would replace the international aviation convention of Paris, 
of 1919, and the international aviation “of Habana, of 1928” 
and observed that some countries were parties to the Paris 
convention but not to “the Habana convention.” The new con. 
vention, he said, would set up an international civil aviation 
organization, “truly world-wide,” with an assembly representing 
all the states parties to the convention, and with a 21-member 
council to have advisory and technical functions. 

Chairman L. Welch Pogue, of the Civil Aeronautics Board, 
urged ratification of the treaty. The convention, said he, if it 
came into force, would create a world-wide aviation organiza- 
tion ‘which will be a milestone of progress in the cause of 
aviation and of international cooperation.” He said the C. A. B, 
joined unanimously in recommending that the treaty be ratified, 





BRANIFF SERVICE IN MEXICO 

Braniff Airways announces that its Mexican airline assgo- 
ciate, Aerovias Braniff, will inaugurate its first schedule April 
4, connecting Mexico City with Nuevo Laredo via Ciudad Vic- 
toria, making direct connections with Braniff Airways at Nuevo 
Laredo and providing service between Mexico and all cities on 
Braniff routes. According to the announcement, Braniff Air. 
ways has an application pending before the Civil Aeronautics 
Board to acquire 100 per cent of the capital stock of the Mex. 


ican company, now held by T. E. Braniff, president of Braniff 
Airways. 


LOS ANGELES-DENVER AIR SERVICE 


The Civil Aeronautics Board, by an order (serial No. 3553), 
has authorized inauguration of service by Western Air Lines, 
Inc., in transportation of persons, property and mail between 
Los Angeles, Calif., and Denver, Colo., via Las Vegas, Nev. 
and Grand Junction, Colo., on a finding that the national de- 
fense no longer requires that inauguration of service on this 
route, to be known as route No. 68, be delayed. 


AIR TRAVEL PLAN INVESTIGATION 

The Civil Aeronautics Board, by an order in No. 1810, In 
the Matter of the Universal Air Travel Plan and Government 
Travel Discount Provisions of Certain Air Carriers, has in- 
stituted, on its own motion, an investigation concerning the 
lawfulness of discounts stated in tariffs of M. F. Redfern, 
tariff publishing agent for domestic airlines, naming a 5 per 
cent discount to Universal Air Travel Plan subscribers and 
a like discount for air transportation issued against govern- 
ment transportation request, which tariffc have been filed with 
the C. A. B. to become effective March 25: The board sus- 
pended operation of the tariffs for a period of 90 days from 
March 22. 

In the order, the board said it appeared to it that the 
discounts might or would be unjust or unreasonable, or un 
justly discriminatory, or: unduly preferential, or unduly preji- 
dicial, and that “the rights and interests of the public may 
or will be injuriously affected thereby.” 





FRESH VEGETABLES AS AIR CARGO 


Next-day delivery of full cargo plane loads of fresh vege 
tables from California at inland points on a growing scale in 
the future is predicted by the White Co. Commenting on the 
landing of two air cargo ships at Cleveland on March 12 with 
full loads of vegetables consigned to Fisher Bros. Co., a food 
chain of that city, and the coordinated truck delivery of the 
vegetables from the planes to the company’s produce depart- 
ment, the truck manufacturing concern pointed out that such 
service would enable the dealer to order, one day in advance, 
the quantities required to meet immediate demand, instead of 
gambling on conditions two weeks in advance. One of the 
Cleveland loads was delivered in an American Airlines plane, 
and one in a United Airlines plane. 


SURPLUS AIRCRAFT 
The Surplus Property Board announced March 22 that 
7,284 surplus civilian type planes out of a total of 10,550 de 
clared surplus had been sold as of March 1. A total of 
civilian type planes was sold in the month of February. Almost 
all of the 7,284 planes were sold through the facilities of the 
Reconstruction Finance Corporation. The others were sold by 
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the Foreign Economic Administration, which is the disposal 
agency for surplus aircraft abroad. 

February sales of civilian type air craft consisted of 245 
light or liaison planes; 15 single engined cabin planes known in 
the army as ‘utility cargo aircraft; two light transports and 
nine medium transports. The bulk of medium transports de- 
clared surplus have been allocated to domestic and foreign 
applicants. The majority of these, however, will be leased. 


AIR EXPRESS BOOKLET 

The air express division of Railway Express Agency, Inc., 
has issued a booklet, “The ’Plane and Fanciful Trip of J. Orifice 
Blipp,” to illustrate the handling of a rush shipment from 
Long Island to Los Angeles, the handling of air express ship- 
ments from and to points not near airports, and to explain 
that shipments not entitled to priority are moving on a space 
available basis. ; 


AIR-RAIL EXPRESS FIGURES 


The air express division of Railway Express Agency an- 
nounces that air express shipments handled in combined air- 
rail service in January rose 20 per cent over January, 1944, 
the shipments for the two months totaling 45,971 and 38,014, 
respectively. Shippers paid $479,800 for the service in January 
as compared with $384,538 a year ago. The coordination of 
air-rail service assures many non-airport cities and towns im- 
proved frequency of express schedules, according to the agency. 





NEW YORK AS WORLD AIRPORT 


Oswald Ryan, member of the Civil Aeronautics Board; 
Howard S. Cullman, chairman of the Port of New York Author- 
ity; and Harold S. Osborne, vice-president, Regional Planning 
Association, took part in a radio forum March 21, to discuss 
the position of the New York’ region as a center for inter- 
national air transportation. Neal Dow Becker, president of 
the Commerce and Industry Association of New York, which 
cooperated in staging the forum, acted as chairman. The 
speakers agreed about the favorable position of the New York 
region in connection with international air traffic, Mr. Ryan 
estimating that New York City should become the air terminal 
for “some 600,000 international air travelers every year.” 


Rail Employe Benefit Bill 


Reports by Federal Security Administrator Paul V. Mc- 
Nutt and the Social Security Board, objecting to several pro- 
visions of H. R. 1362, the Crosser bill to amend the railroad 
retirement, unemployment insurance and carrier taxing acts 
and to increase benefits to railroad employes and members of 
their families, were placed in the record of hearings by the 
House committee on interstate and foreign commerce as the 
committee resumed hearings on the bill (see Traffic World, 
March 17, p. 657). 

The Federal Security Administrator and the Social Security 
Board made the criticisms, among others, that employes in 
motor transport should remain under the coverage of the 
social security act and should not be brought within the scope 
of railroad employe benefits; that the “dividing line” between 
social security and railroad retirement coverage should be made 
more definite in the bill than it was now, and that the defini- 
tion, in the bill, of the term “current connection with the 
railroad industry” should be simplified. 

The committee heard other criticism of the bill in testi- 
mony by R. M. Williamson, actuarial consultant to the Social 
Security Board, who said he had been in the employ of an 
insurance company from 1910 until 1936, most of that time 
In an actuarial capacity. He made the observation that the 
— benefits provided in H. R. 1362 were “astonishingly 
cheap.” 


Pick-Up and Delivery Carriers 


_ Roland Rice, general counsel of American Trucking Asso- 
Cilations, Inc., another witness heard by the committee, said 
that apparently one purpose of the bill was to extend coverage 
of the rail employe benefit legislation to “pickup and delivery” 
motor carriers and possibly to some others, and that it was 
difficult to determine from the text of the bill just what motor 
carriers were proposed to be included. 

He said that the bill discriminated against the railroad- 
owned motor carrier, in imposing an 8% per cent tax on those 
Carriers, while other motor carriers remained subject to the 
4 per cent social security tax. Independent motor carriers, he 
said, knew that if they were exempted now from the higher 
tax it would be only a short time before it would be “their 
turn.” He pointed to increased cost of operation in the motor 
carrier field and maintained that they could not bear any 
additional cost ‘burdens. 

Fred Heppiner, vice-president and general manager of 
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the Jersey Contracting Co., of Jersey City, N. J., described 
operations of loading and unloading of merchandise and com- 
modities from trucks, cars, floats and lighters that his company 
performed for, among others, the Pennsylvania Railroad Co. 
He said the 700 employes of his company would be covered 
by rail employe benefit provisions under terms of H. R. 1362, 
although the company had no relationship with the Pennsyl- 
vania Railroad. Similar testimony was presented by Adam 
Cramer, vice-president of Penn Stevedoring Corporation, of 
New York City, and treasurer of Jersey Contracting Co. Both 
opposed the extension of rail employe benefit coverage to 
their companies. 

Warehousemen Object 


Opposition of the American Warehousemen’s Association 
to enactment of H. R. 1362 was presented to the committee by 
its attorney, John J. Hickey, and other industry spokesmen. 

“The association is opposed to the enactment of this bill,” 
said he. ‘First, because of the increase of taxation which its 
enactment will impose upon the warehouse industry and the 
railroad industry. Second, because paragraphs (2), (4), (5), 
and (11) of section 1 of the bill, if enacted, will extend the 
jurisdiction of the railroad retirement act and the railroad 
unemployment insurance act far into private business and trans- 
fer a majority of the public warehouses in this country, and 
many other companies engaged in private business activities, 
from coverage by the social security act where they belong, to 
coverage by the railroad retirement act.” 

Explaining that his statement was directed to both the 
retirement act and the unemployment insurance act, Mr. Hickey 
said a third objection was to the provisions under which the 
duty to collect taxes provided by the bill would be transferred 
from the Internal Revenue Department to the Railroad Retire- 
ment Board. 

At the present time, said Mr. Hickey, the taxation of the 
warehouse industry for retirement benefits under the social 
security act was 1 per cent on employers’ pay rolls and 1 per 
cent deduction from the salaries and wages of employes. En- 
actment of the bill, said he, would increase each of these per- 
centages to 5.75 per cent effective June 30, 1945, a total increase 
of 9.5 per cent. 

“The increase in unemployment insurance taxes are not 
uniform because of differences in state assessments,” said he. 
“The figures which I now have indicate an increase of ap- 
proximately 1 per cent in the states of Connecticut and New 
Jersey upon enactment of this bill.” 

Before taking up various provisions of the bill and their 
effect on the warehousemen, if enacted, Mr. Hickey said: 

Public warehouses are the storage and shipping plants of shippers. 
We have invested large sums of money in private side track facilities 
and platforms for the handling of carload freight which our customers 
ship to and from our warehouses by railroad. Many of our customers 
not having these facilities, use our warehouses which have these railroad 
shipping facilities. Many warehouse companies have built up a well 
established storage business on railroad transported freight traffic, 
especially on long haul traffic. Motor truck service is not subject to 
the high taxation proposed in this bill. But the competing railroad- 
warehouse traffic is to be subjected to the new double exaction of taxes 
provided in this bill—the increased taxation of the railroads plus this 
new increased taxation of the warehouse industry, a very disturbing 
difference in taxation. Neither the railroad nor the warehouse industry 
can bear this large increase of taxation without increasing the rates 
for the services which they perform. An increase of the rates means 
curtailment and diversion of postwar warehouse business. This subject 
will be presented in detail to you by the practical warehousemen who 
developed this business and who must protect it and pay the higher 
taxes if this bill is enacted. Therefore, I need not go further into this 
subject which has been exhaustively presented by the railroads. 


In conclusion, Mr. Hickey said the public, the warehouse 
companies, the employes of warehouse companies, and the cus- 
tomers of warehouse companies had not- sought to have the 
public warehouse companies, as employers, and their employes 
transferred from coverage by the social security act to coverage 
by the railroad retirement act. 

“During the 50 years the interstate commerce act has been 
in force the Interstate Commerce Commission has not claimed 
or sought jurisdiction over the public warehouse industry,” 
said he. 

The other warehouse industry witnesses were J. Leo Cooke, 
of New York City, vice-president and a member of the execu- 
tive committee of the American Warehousemen’s Association, 
Merchandise Division; Leo M. Nicolson, representing the public 
and general merchandise warehousing industry; and Earle E. 
Hesse, treasurer of the United States Cold Storage Corpora- 
tion, Chicago, Ill. Charles E. Nichols, secretary of the Amer- 
ican Warehousemen’s Association, Merchandise Division, spoke 
briefly. 


Ice Industry and Contractors 


After representatives of ice industry associations and a 
spokesman for the Associated General Contractors of America, 
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Inc., had presented testimony, March 21, in opposition to pro- 
visions of H. R. 1362 that would bring within the definition of 
“employer” in rail employe benefit legislation companies en- 
gaged in icing of refrigerator cars and contractors performing 
various types of construction and repair work for railroads, 
Representative Crosser, of Ohio, announced that the hearings 
were adjourned, subject to the call of the chairman. It was 
understood that, if the House decided to have an Easter recess, 
the hearings would not be resumed until after the recess. 

Mount Taylor, executive secretary of the National Associa- 
tion of Ice Industries; Leon A. Bailey, of San Francisco, execu- 
tive manager of the California Association of Ice Industries, 
and Guy W. Jacobs, of Steubenville, O., secretary of the Ohio 
Association of Ice Industries, averred that H. R. 1362 might be 
construed to extend coverage of the railroad retirement act to 
those employes of ice companies who were engaged in icing 
of refrigerator cars. They maintained that this provision would 
force most of the ice companies to discontinue doing business 
with the railroads, “with a resulting disruption and collapse of 
the distribution of the nation’s food supply,” or would create an 
‘{ntolerable” situation in requiring ice companies to maintain 
two systems of payroll tax accruals, one under social security 
and the other under railroad retirement. 

H. E. Foreman, of Washington, managing director of the 
Associated General Contractors of America, Inc., said that the 
bill would bring under the rail retirement act all employes of 
construction contractors performing work on railroad property, 
and that enactment of the bill would force the railroads to 
perform this work with their own employes and would put the 
contractors out of business. 


WAR LABOR BOARD POLICY 


The “Little Steel’ wage formula, by which steel workers 
were granted a 15 per cent increase in wages over 1941 levels, 
was a mere landmark in history, since it, and the President’s 
“hold the line” order, had been disregarded in “fancy opinions” 
by the National War Labor Board in granting increases beyond 
the 15 per cent level, said F. M. Gillies, general superintendent 
of the Indiana Harbor works of the Inland Steel Co., at a dinner 
meeting of the Western Railway Club, March 19, in the Sher- 
man Hotel, Chicago. He said the board had used “fringe issues,” 
such as more liberal vacation privileges and shift differentials, 
to grant what were, in effect, wage increases beyond the ac- 
cepted formula. 

‘He said wage increases in the steel industry affected many 
other industries, and that the policy being followed by the 
board would result in less profit to management, unwillingness 


on the part of investors to risk capital, and consequent lowered 
employment. 


CHICAGO TRUCK DRIVERS’ PAY INCREASE 


Formal announcement of the decision of the Trucking Com- 
mission of the National War Labor Board directing a general 
wage increase of eight cents an hour and overtime payments 
for drivers employed by three cartage and trucking associations 
in the Chicago area was made by the War Labor Board late 
March 19. Announcement of the decision was made in Chicago 
last week by William B. Crawford, general counsel of the Cart- 
age Exchange of Chicago (see Traffic World, March 17, p. 660). 
The board said the Trucking Commission’s order was final 
“subject to review by the national board on its own motion or 
on appeal from either party.” 

William B. Crawford, general counsel for the Cartage Ex- 
change of Chicago, said, March 20, that the Office of Price 
Administration had promised to make a survey, at the earliest 
possible moment, to determine whether or not rate relief would 
be necessary in connection with the award of a general increase 
of 8 cents an hour and certain overtime increases to drivers 
employed by members of the exchange. 

Mr. Crawford, accompanied by E. T. McNeal and William 
C. Winkler, went to Washington to discuss the matter with the 
O. P. A. when the award was announced by telephone to Mr. 
Crawford on March 10. He pointed out that either the unions 
or the employers might appeal the decision within 14 days of 
that date, and that the award would have to be approved by 
the director of economic stabilization. 





AIR LABOR DISPUTE 


“With the exception of a modification of the present plan 
of making within-grade adjustments, an emergency board re- 
porting to the President upheld the previous findings of the 
chairman of the National Railway Labor Panel in denying a 
joint request of Eastern Air Lines and the International Asso- 
ciation of Machinists for higher rates of pay,” says a White 
House statement, continuing as follows: 


The emergency board declared that the rate ranges established by 
the Panel should not be disturbed. It also decided that the parties 
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could not put into effect a proposed longevity pay plan which would 
grant each skilled employee an increase of one cent an hour for each 
year of service up to ten years. Although the board found that neither 
it nor the chairman of the Panel could take into account higher wage 
rates stated to be in effect in the airframe industry, the board op. 
serevd that if the air carrier industry in general faced serious wage 
and employment problems because of competitive and operating con- 
ditions, relief might be sought on an industry-wide basis. 

The emergency board’s report was transmitted to the White House 
by H. H. Schwartz, chairman of the National Railway Labor Panel, 
The members of the board were Frank M. Swacker, Chairman, Walter 
C. Clephane, and Norman J. Ware. ‘The board certified that, in its 
opinion, modification of the company’s present within-grade plan of 
promotion conformed to past practice and was consistent with existing 
stabilization regulations and would not provide a basis for a price or 
rate adjustment. The recommendation is subject to review by the 
Director of Economic Stabilization. 





LUHRSEN FOR RETIREMENT BOARD 


President Roosevelt sent to the Senate, March 19, the 
nomination of Julius G. Luhrsen to be railroad labor’s repre. 
sentative on the Railroad Retirement Board. The appointment 
was made to fill the vacancy caused by the expiration August 
29, 1944, of the five-year term of Lee M. Eddy, who had been 
a member of the board since it was originally established. 

Mr. Luhrsen, who has been executive secretary of the 
Railway Labor Executives Association since 1938, is the 
founder of the American Train Dispatchers Association of 
which he has been president since 1917. While serving with 
the Railway Labor Executives Association he has been on leave 
of absence as president of the association. He was born in 
Illinois in 1877 and began his railroad experience as a tele- 
graph operator with the Illinois Central May 25, 1893, and 
later was employed on the Wabash. He was trick dispatcher 
and chief dispatcher on the Great Northern at Spokane, Wash., 
having been an employe of that railroad for a number of years 
up to 1917. ; 

The Senate interstate commerce committee, March 23, 
ordered a favorable report on Mr. Luhrsen’s nomination. 





COOK RENOMINATED TO MEDIATION BOARD 


The nomination of George A. Cook for reappointment as 
a member of the National Mediation Board was ordered favor- 
ably reported by the Senate Interstate Commerce Committee 
March 23. 





A. C. & Y. PROXY FIGHT 


“T will not accept responsibility for an organization faced 
with the likelihood of ultimate insolvency, which I fear would 
result from the policies proposed by the opposition,” said H. B. 
Stewart, Jr., president of the Akron, Canton & Youngstown 
Railroad Co., in a third letter addressed to preferred and com- 
mon stockholders in connection with the contest for proxies to 
be voted at the March 20 meeting of the shareholders. In pre- 
vious letters Mr. Stewart countered claims he waid were being 
made by an opposition attempting to obtain proxies in suf- 
ficient number to elect a majority of the new directors and to 
change the management of the company (see Traffic World, 
March 17, p. 680). 

In his third letter, Mr. Stewart said it would be impossible 
for him to continue as president if the opposition obtained con- 
trol of the board of directors. 

Dealing with an attack he said had been made on the man- 
agement for not owning stock, he said his position and that of 
his associates was a matter of record. As trustee of the prop- 
erty, he said, he had not considered it proper for himself or his 
associates to purchase securities of the railroad, and that after 
reorganization stock tendered by holders in reply to an offer 
to purchase’it above the then market had been returned because 
the market quotation had exceeded the offer shortly after it was 
made. He said negotiations had been undertaken with “certain 
members of the opposition group” for purchase of stock at 4 
price above the market but that ‘‘at the last minute they refused 
to deliver the shares they had agreed to sell and announced 
instead that they intended to take over the control of the rail- 
road and ‘move in.’” Claims that the sale was not consummated 
because “we did not have the money ready to pay for the 
stock,” and that ‘“‘we wished to change the terms of the purchase 
offer” were “untrue,” he said. 

“We expect to win this contest,’ Mr. Stewart said. 

It was learned March 22 that the meeting of the stock- 
holders of the A. C. & Y. had been recessed until March 26 
because the committee of inspectors of the election have ha 
difficulty in determining the validity of some of the proxies. 
It was reported that, because counsel for the management an 
for the opposition had been unable to agree in the matter, the 
committee had taken on itself to employ its own counsel. The 
committee of inspectors, composed of the trust officer of an 
Akron bank, registrar of the company’s stock, and two em 
ployes of the company, were elected by the board of directors. 
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Ship Sales 


Sales of old and new ships were announced this week by 
the Maritime Commission and the War Shipping Administra- 
tion. 

The commission approved a transaction involving purchase 
by the American South African Line, Inc., of six new C3 type 
cargo vessels, each having accommodations for 12 passengers, 
and to be operated in service between U. S. North Atlantic 
ports and ports in South and East Africa. The commission said 
the shipping company was expected to make 24 round trips a 
year with the six vessels. This service, it said, was to be main- 
tained in cooperation with service over the same routes by the 
Seas Shipping Company. 

Application of the American South African Line for a con- 
struction-differential subsidy on the new ships and an applica- 
tion to include the new ships under its present operating-sub- 
sidy agreement, were approved by the commission. Continuing, 
the commission said: 


The six cargo ships being sold to the South African Line are under 
construction for the Maritime Commission at the Federal Shipbuilding 
and Dry Dock Company, Kearny, N. J., and delivery is scheduled from 
December, 1945, through April, 1946. 

The S. S. Henry S. Grove and Charles H. Cramp, in accordance 
with provisions of the merchant marine act of 1936, were declared 
inadequate for successful operation under normal conditions in the 
foreign or domestic trade and declared ‘‘obsolete vessels.’’ The com- 
mission set a value of some $900,000 on the two vessels for trade-in 
purposes. One-sixth of the total trade-in sum was then approved for 
application on the down payment for each of the new C3 cargo ships. 
The remainder of the down payment is to come from cash in the 
operator’s capital reserve fund. 

It was agreed that the commission would transfer the trade-in 
vessels to the W. S. A. for continued operation during the national 
emergency. At the end of the emergency the vessels, if not lost, will 
be returned to the commission for immobilization in accordance with 
the act. 


The freighter Portia has been sold to Manuel Velliantis, of 
Mobile, Ala., on his high bid of $8,550, the War Shipping Admin- 
istration has announced. The freighter was built in Glasgow, 
Scotland, in 1904 and is 205 feet in length and of 977 gross tons. 
She has been operated by the W. S. A. in Caribbean service, 
but was withdrawn late in 1944 and is laid up at Mobile. 

Sale to private operators of two large tankers now under 
construction for the Maritime Commission under provisions of 
the merchant marine act of 1936 was announced by the com- 
mission. Trade-ins of over-age tankers were allowed in each 
case, said the commission adding: 


For a tentative price of $3,009,000 the Continental Steamship Co., 
Baltimore, wholly-owned subsidiary of the Continental Oil Co., Ponca 
City, Okla., has agreed to buy a 16,600 deadweight ton tanker of the 
Maritime Commission’s T3-S-Al single screw type now under construc- 
tion at the Bethlehem-Sparrows Point Shipyard, Baltimore. 


The new vessel is sold at net actual cost to the commission, exclu- 
sive of national defense features, plus 3% per cent interest on 
progress payments. With a speed of 15% knots this tanker will have 
a gasoline-carrying capacity of 131,136 barrels and is of a type found 
economical of operation. 

The tankers traded in are the W. W. Bruce and the Ponca City, 
built in 1918 and 1919, respectively, having an average speed of 10.25 
knots and combined cargo capacity of 162,940 barrels of gasoline. 
The trade-in allowance of $1,066,000 for the two old vessels will consti- 
tute the down payment. 

The Union Oil Co. of California is buying a T2-SE-Al1 tanker of 
16,600 deadweight tons under construction at the Chester, Pa., yard 
of the>Sun Shipbuilding and Dry Dock Co., scheduled for delivery 
April 20. The estimated price is $2,800,000. A trade-in allowance of 
$1,580,000 is made on the tankers Cathwood, built in 1920, the Deroche, 
in 1919, and La Placentia, in 1921. The officers and crew of La Placentia 
recently were cited by Admiral Chester W. Nimitz, Commander-in-Chief 
of the Pacific Fleet, for ‘‘excellent service and outstanding cooperation’ 
with the Navy. 

The purchased tanker, which will be named Santa Paula, will have 
a 14% knot speed and carrying capacity of 141,000 barrels of gasoline. 
This compares with the average speed of 10.3 knots for the traded in 


— and their combined carrying capacity of 229,516 barrels of 
gasoline, 


Port of Redwood City Rates 


G. O. Basham, chief regulation examiner of the Maritime 
Commission, in a proposed report in No. 629, Contract Rates— 
Port of Redwood City, covering 43 mimeographed pages, has 
recommended that the commission make the findings, among 
others, that the lease agreement between the port of Red- 
wood City, Calif., and Permanente Cement Co., dated June 15, 

0, is non-exclusive, that the execution of that agreement 
does not constitute an unreasonable practice in violation of 
Section 17 of the shipping act, 1916, and that the rates con- 
tained in the léase agreement individually and collectively are 
compensatory and do not result in casting a burden on other 
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services and rate payers in violation of section 16 of the 
shipping act. 

The lease agreement of June 15, 1940, he said, contained 
provisions under which the port lease about four acres of land 
to Permanente for 20 years and accorded toll rates and service 
charges on sacked cement and a toll rate of 5 cents a ton 
on bulk cement, and the contract rates were published in the 
port’s tariff and were applied equally to all shippers of, and 
vessels carrying, cement for approximately two years. How- 
ever, he said, in July of 1942 the port, considering that the 
contract rates were reserved exclusively to Permanente, estab- 
lished a parallel set of higher non-contract cement rates, in- 
cluding a service charge of 20 cents a net ton on bulk cement, 
to be applied when the cement was not owned, or the vessels 
not operated, by Permanente. He stated that when the Mari- 
time Commission’s Division of Regulation learned of this sit- 
uation, it advised the port that the free or preferential services 
and rates were “prima facie” discriminatory and should be 
canceled, the port canceled them, leaving the 20-cent service 
charge on bulk cement to apply against all cement vessels. 
Thereafter, he said, Permanente vigorously protested, inform- 
ing the division “for the first time” that a pipeline operation— 
one in which bulk cement was pumped from silos at the port, 
in which it was stored, through pipelines to specially equipped 
bulk cement vessels—was involved. He added that Permanente 
contended that no service was actually performed by the port 
in connection with bulk cement—and no use of the wharf was 
made by the vessel, and that hence no service charge was 
warranted. In view of the fundamental questions raised, the 
commission instituted the investigation in this case to resolve 
the matter, he said. 

The proposed report showed that counsel for the port 
defended the existing service charge of 20 cents a net ton 
on bulk cement against all cement vessels and that they con- 
tended that the lease agreement with Permanente was unduly 
preferential. The report dealt at length with the question of 
whether the lease agreement was, as contended by port coun- 
sel, exclusive of shippers other than Permanente, and with 
questions as to the types of services performed by the port 
that would warrant the so-called service charge. 

It was pointed out, in the course of the report, that the 
federal government had taken possession of the port by con- 
demnation proceedings in April, 1944, for a period ending 
June 30, 1945, reserving to the respective parties, however, 
the right to continue the bulk cement and oil operations. The 
examiner noted that the investigation originally involved port 
contract rates on gasoline, as well as cement, but said that in 
January, 1944, the gasoline shipper (Standard Oil Co. of Cali- 
fornia) had run its pipeline to a finger wharf at the port and 
had discharged its barges there since. 

The contract of June, 1940, according to the report, called 
for no service charge on cement in bulk, but a toll charge of 
5 cents a net ton, and for a service charge of 30 cents on 
cement in packages and a toll charge of 12% cents on such 
cement shipments. The examiner set forth at length various 
reasons on the basis of which, he said, the commission should 
find that the contract rates were not reserved exclusively for 
Permanente’s benefit. He said those rates were shown to 
be compensatory without a service charge. He recommended 
findings, in addition to those heretofore stated, as follows: 

That the aforesaid rates (those contained in the lease agreement) 
have been, are now, and for the duration of said lease agreement, will 
be, the Iegally applicable rates on all bulk cement handled through 
pipeline at respondent’s terminal, irrespective of ownership of the 
cement and irrespective of the ownership, control, or opration of ves- 
sels carrying cement. 

That the rates established by respondent on July 29, 1942, which 
are different from the aforesaid legal rates, have been since that date, 
are, and will be unduly prejudicial in violation of section 16 of said 
(shipping) act. 

That respondent’s failure to incorporate in its tariffs all of the rates 
legally applicable on bulk cement since June 15, 1940, and respondent’s 
insertion in its tariffs of rates on cement which were different than 
the legally applicable rates constituted an unreasonable practice in 
violation of section 17 of that act. 

The commission should issue an appropriate order requiring respon- 
dent to cedse and desist from charging and collecting rates higher 
than the aforesaid legal rates, 

The findings and order made herein should be without prejudice 
to respondent’s right to change its rates on cement should they ‘be 
shown, in a proper proceeding, to be so low as to cast a discriminatory 
burden upon other services and rate payers during the term of said 
lease agreement; also without prejudice to respondent’s right to estab- 
lish proper charges for other services and facilities rendered in con- 
nection with cement traffic not in contravention of the lease agreement 
date June 15, 1940. ‘ 


CONTROL OF EXPORTS AND IMPORTS 
Representative Jenkins, of Ohio, has introduced H. R. 2634, 
a bill to prohibit the importation of American-made merchan- 
dise sold abroad. The bill provides that articles of merchandise, 
other than “surplus property,” as that term is defined in the 
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surplus property act of 1944, exported from the United States 
on or after September 1, 1939, by or for the account of the 
United States or any agency thereof, or to any foreign govern- 
ment, or agency thereof, when sold for export or disposed of 
abroad, shall not be entitled to entry at any of the ports of 
the United States, and the importation thereof “is hereby 
prohibited, and the Secretary of the Treasury is authorized 
and directed to prescribe such regulations as may be necessary 
for the enforcement of this act.” 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 233 covering: Certain fabrics manu- 
factured from wool not available for export; metal drums and 
containers; submission of Form WPB-541 to W. P. B. field 
offices for materials under general license, and changes in 
general licenses. 

The War Production Board has announced that it is now 
prepared to authorize the private importation of sugar bags 
under General Imports Order M-63 for trans-shipment to Cuba 
and Puerto Rico. It was expected that authorizations to be 
approved at this time would provide Cuban and Puerto Rican 
sugar mills with approximately 50 per cent of their 1946 bag 
requirements, W. P. B. said, adding: 


Applications for authorization to import should be made on Form 
WPB-1041 filed with the War Production Board, Washington, D. C. in 
order to expedite clearance, all applications should specify the number 
of bags on which import authorization is desired, the description of 
the bags and the net weight thereof, 

Those applications covering bags to be shipped to Cuba must be 
accompanied by a Certificate of Allocation issued by the Cuban Sugar 
Stabilization Institute, Havana. Applications covering bags to be 
shipped to Puerto Rico must be accompanied by a statement from each 
Central (sugar mill) showing (1) estimated number of bags required 
for its 1945 grind, (2) number of bags expected to be carried over from 
1945 grind, and (3) estimated 1946 sugar production in terms of short 
tons, 

It is contemplated that direct shipments will again be available 
from India to the Dominican Republic. Inasmuch as U. S. import 
authorizations are not required on such direct shipments, sugar mills 
in the Dominican Republic should arrange to obtain their bag supplies 
as they have heretofore. 

Present authorizations will be limited to bags to be purchased for 
not later than June shipment from India. Arrangements covering the 
procedure to be followed with respect to the balance o.1 1946 require- 
ments will be announced at a later date. 


FREIGHT CONFERENCE APPROVED 


The Maritime Commission has approved an agreement, 
No. 7670, providing for establishment of a new North Atlantic- 
Baltic Freight Conference, with a membership of nine steam- 
ship lines. 


SHIP FOR FRANCE 


Approval of the allocation of the first Liberty ship for 
provisional registry under the flag of the French Provisional 
Government has been announced by the War Shipping Ad- 
ministration. 

The vessel will be operated on a “‘bareboat out, time char- 
ter back” basis. Under terms of such an agreement the vessel 
will be transferred to the French, provisionally registered un- 
der the French flag, then time chartered to W. S. A. for 
operation with a French crew. Ownership to the Liberty 
vessel remains vested in the United States. 

W. S. A. officials stated that this was the first ship to be 
turned over to the French government for operation with a 
French crew. It is expected that similar allocations will be 
made as ships and crews become available. 





M. C. SALE OF SHIP ENGINE PARTS 


About $100,000 worth of new and used spare parts for gas 
and diesel marine engines, described as practically unobtainable 
in today’s markets, have been declared surplus by owning agen- 
cies and are now on sale, the Maritime Commission has an- 
nounced. 

“Included in the list of miscellaneous articles,” the com- 
mission says, “are spare parts for marine engines including air 
receiver tanks, bearings, intake valves, piston rings, springs, 
etc.; oil filters, angle drives, couplings, duplex type Kraissl fuel 
oil strainers, air intake balancers, Maxim and other makes of 
marine silencers, 175-gallon fuel tanks, 50-gallon storage tanks, 
reduction gears, spare gears and small gas engines ranging 
from 19 to 65 h. p. built to special Navy specifications. Most 
of the latter are used and some require reconditioning. .. . 
For information, write to the Materials Disposal Section, Con- 
tract Settlement and Surplus Materials Division, U. S. Mari- 
time Commission, Washington 25, D. C.” 





N. Y. EXPORT MANAGERS’ TWO-DAY MEETING 


Attendance at the annual get-together of the Export Man- 
agers’ Club of New York, to be held April 3 and 4 at the 
Hotel Pennsylvania, will be limited to individuals located within 
the New York city commuting area, in compliance with the 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





(City Court of New York, New York County.)—Provisions 
of bill of lading requiring prepayment of freight charges, and 
authorizing carrier to retain them under all circumstances, 
was not available as defense in action to recover prepaid freight 
charges and special damages for breach of contract, where it 
was established that defendant received goods on board vessel] 
knowing it to be unseaworthy without any effort to render the 
ship seaworthy, with result that ship was not allowed to leave 
port. Carriage of Goods by Sea Act Sec. 3, 46 U.S. CA 
Sec. 1303. ; 

Ocean bill of lading was subject to requirements of statute 
relating to carriage of goods by sea. Carriage of Goods by Sea 
Act Sec. 3, 46 U. S. C. A. Sec. 1303. 

Where carrier, after receiving goods on board vessel at 
time vessel was unseaworthy, failed to take necessary steps 
to put vessel in condition to enable it to obtain necessary license 
to leave port, the shipper having prepaid freight charges was 
entitled to recover prepaid freight charges, and was also en- 
titled to special damages for breach of contract of carriage, 
Carriage of Goods by Sea Act Sec. 3, 46 U. S. C. A. Sec. 1303, 
(Zonite Products Corp. vs. Mediterranean Nav. Co., 52 N. Y.S. 
2d 603.) 





* + 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) A common carrier is subject to lia- 
bility of an insurer but may limit liability by giving the shipper 
the choice of contracting with or without limitation of liability 
in the movement of goods, but an interstate common carrier 
cannot limit liability unless expressly authorized by the Inter- 
state Commerce Commission. Interstate Commerce Act Secs. 
20 (11), 203(b) (8), 217, 219, 49 U. S. C. A. Sec. 20 (11), 303(b) 
(8), 317, 319. ; 

Where shipment was delivered to motor carriers in the 
city of New York for ultimate delivery out of the state, and 
carriers’ services were purely local within city of New York 
and shipment moved only under a shipping receipt consigned 
to another carrier by carriers in New York, shipment was not 
in “interstate commerce” and carriers could limit their lia- 
bility to shipper without obtaining a released rates order from 
Interstate Commerce Commission. Interstate Commerce Act 
Secs. 20(11), 203(b) (8), 217, 219, 49 U. S. C. A. Sec. 20 (10), 
303(b) (8), 317, 319. (Roseweb Frocks vs. Rose, 52 N. Y. S$. 
2d 901.) 








Office of Defense Transportation’s policy on conventions. The 
first day’s meeting will include three luncheons in cooperation 
with the Export Advertising Association, the Foreign Credit 
Interchange Bureau, the Overseas Automotive Club and the 
Machinery-Metals Export Club. The afternoon session will 
be devoted to discussions of “Spheres of Influence After the 
War.” The morning session April 4 will consider problems of 
“Export Planning to Meet Changing Conditions,” while the 
afternoon meeting will feature a forum and round-table dis 
cussion of practical export problems. 


W. S. A. SURCHARGE RULINGS 

A reduction in the war surcharge for the trade between 
United States Atlantic and Gulf ports and the west coast of 
South America, from 35 per cent to 22 per cent, has been alr 
nounced by the War Shipping Administration. It said this Te 
duction was the result of a careful analysis of the operating 
cost of the lines engaged in this trade. 

A revision in existing rates and surcharges applicable on 
Chilean nitrate from Chilean ports to United States Atlantic, 
Gulf and Pacific ports and James Island, British Columbia, 
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also was announced. The new rates and surcharges result in 
reductions of 63 cents to $1.91 a ton to all areas, except to 
Oregon and Washington, where there is a slight increase of 
g4 cents a ton, and to James Island, B. C., where there is 
also a small increase of 86 cents a ton. 


CARGO BARGE SALE 

Sixty-six double-planked, multi-purpose transport-type cargo 
parges are for sale at $1,995 each, the Maritime Commission 
has announced. 

The barges were acquired for use as cargo lighters in land- 
ing operations but proved to be too light for work on the open 
seas. No longer required for armed forces’ needs, the barges 
have been declared surplus. 

They are constructed of wood and are in “knock-down” 
condition, ready for assembly. Measurements of the barges 
when assembled, are: 


0 ee re 60 feet POPARSE CED ore ais isininicis aie 9% inches 
ES Siac ua s0so ib pein ai 18 feet Dratt GOadea) ......0.0.000: 4 feet 
TI 60105000 6000000008 5 feet ae re 99 tons 


The packaged cubage of each barge for shipment is 2,180 
cubic feet, and the kit crated weighs 30,000 pounds. 

Maritime Commission officials stated that in addition to 
the regular lighter and transport uses to which the barges could 
be put, they would make excellent houseboats hulls, small-boat 
docks and piers, boat houses, pontoon bridges and could even 
be constructed with rails to move railroad engines and freight 
cars in addition to autos, trucks, etc. 

The barges are located at the Albany Engineer Depot, 
Albany, N. Y. Parties desiring information or permission to 
inspect may write the Contract Settlement and Surplus Ma- 
terials Division, United States Maritime Commission Wash- 
ington 25, D. C. 


CANAL ASSOCIATION PRESIDENCY 


Correspondence between Roy Miller, active vice-president, 
and acting president, of the Intracoastal Canal Association of 
Louisiana and Texas, and Craig F. Cullinan, chairman of the 
association’s advisory council, in which it was agreed that the 
election of a president be deferred until the federal government 
relaxes its rules limiting attendance at meetings and conven- 
tions, has been sent to officers, directors, subscribers and mem- 
bers of the association by Mr. Miller. The office of president 
has been vacant since the death of C. S. E. Holland. . 


TRUCK LEASE CHARGES 


Charges for the leasing of trucks by purchasers of pulp- 
wood and other primary forest products to their suppliers will 
be exempt from the ceilings generally applying to truck rentals, 
the Office of Price Administration has announced, adding: 


This action, effective March 28, 1945, will enable pulp and paper 
mills and others who usually lease such trucks to base their charges 
on the normal life of trucks used in the arduous operation of trans- 
porting wood and other forest products from the woods to the pur- 
chaser’s location. 

That normal life is considered to be from 18 to 24 months, whereas 
ceilings in the general truck rental regulation are designed to cover 
ordinary highway trucks whose anticipated life is five years or more. 

Regulations establishing ceilings on the sale of pulpwood and other 
forest products prohibit the use of any device that would increase the 
established ceilings. 

The action is taken so that charges for these particular truck leases 
cannot be based on a longer than normal life of the trucks being leased 
and thus indirectly cause higher than maximum prices to be paid for 
the products being purchased. 

(Amendment No. 1 to Maximum Price Regulation 571—Rental of 
Certain Types of Commercial Motor Vehicles—effective March 28, 1945.) 


PARCEL POST TO RUSSIA 


Parcel post service to the Union of Soviet Socialist Repub- 
lics was resumed March 20, Postmaster General Walker an- 
nounced, adding: 


The service was suspended June 15, 1940. The Postmaster General’s 
order providing for resumption of parcel post service is also applicable 
to certain areas under the jurisdiction of the Soviet Union with which 
mail service was resumed on February 16. These are: Bessarabia, 
Northern Bukovina, and certain places in the district of Dorohoi in 
Moldavia. Parcels must conform to the export license requirements of 
the Foreign Economics Administration. 


R. F. C. SELLS S. A. L. CERTIFICATES 


The Reconstruction Finance Corporation has announced 
that it has sold to Halsey, Stuart & Co., Inc., New York City, 
$1,397,000 Seaboard Air Line Railway Company 3 per cent 
equipment trust certificates, Series JJ, at 105.45 and accrued 
interest, which is a 1.99 per cent basis. This price represented 
a premium to R. F. C. of $76,136.50, said the R. F. C. 





Questions and Answers 


. In this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 
will answer questions of application of tariff schedules and prac- 
tical traffic problems. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 
wise to answer or too complex for the kind of investigation herein 
contemplated. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation 


Ohio.—Question: Will you please refer to National Motor 
Freight Classification No. 6, page 178, Item 3, naming second 
class rating on “Dies, iron or steel, N. O. I. in barrels or boxes, 
or if weighing each 500 pounds or over, in crates or loose, 
finished surfaces protected”? 


A shipment consisting of “two machine dies” weighing a 
total of 265 pounds was made from point A in April, 1943. The 
shipment was billed and charges assessed at destination on the 
actual weight of 265 pounds at second class rate. In January, 
1945, the delivering carrier rendered a due bill to consignee 
basing the freight charges on a minimum weight of 500 pounds 
per die or 1000 pounds for the entire shipment at the second 
class rate, making specific reference to Rule 12%, Section 1, 
paragraph (b). 


However, Section 6(a), Rule 5 of National Motor Freight 
Classification No. 6 provides that “when an article is found in 
transportation which is not packed in accordance with classi- 
fication descriptions it will be charged one class higher,” which 
in this instance would be first class at the actual weight of the 
shipment. Section 6(b) of Rule 5 provides that “this section 
shall not be construed to provide rates or rating for regular 
use and should not be used as a basis for quoting rates in 
advance of shipment.” 

The carrier insists on charging a minimum weight of 500 
pounds on each die but it is our contention that, under the 
circumstances under which the shipment moved, there is nothing 
in Item 3 on page 178 of the Classification that requires or 
permits the assessment of 500 pounds on each die when the dies 
actually weigh less than 500 pounds each. 

It is also our contention that the provisions of Rule 12%, 
Section 1, paragraph (b) can only be applied before the ship- 
ment moves and not after the provisions of the contract of 
carriage have been terminated. 


Will you please give us the benefit of your opinion on this 
and - reference to any decisions that may be at your dis- 
posal? 


Answer: Item 3, page 178 of National Motor Freight Classi- 
fication No. 6, reads as follows: 


Machinery or Machines or Parts Named: Dies, iron or steel, N. O. I., 
in barrels or boxes, or if weighing each 500 lbs., or over, in crates or 
loose, finished surfaces protected.... 


It is our opinion that the above item does not establish a 
minimum weight of 500 pounds for the purpose of assessing 
freight charges, but merely establishes the difference in the 
form of shipping. If the dies shipped under this item weigh 
less than 500 pounds each they may be shipped in either barrels 
or boxes, but when the dies weigh 500 pounds or over they 
may be shipped in either crates or loose, finished surfaces pro- 
tected. Therefore we are of the opinion that Rule 12% has 
no application in this instance. 

If a shipment has been overcharged or undercharged and 
it is discovered before the statute of limitations has expired 
an adjustment should be made. In other words the law requires 
the charging of the lawfully published rate and if an error 
is made and the proper rate is not charged there is a violation 
of the Interstate Commerce Act. 


Routing and Misrouting — Diversion of Shipment by Carrier 
Without Instructions from Shipper 
New York.—Question: We shipped a carload from point | 
A to a consignee at point B on a straight bill of lading. — 
ever, the warehouse consigned the car to the consignee at point 
C, which hod a name similar to point B, but there was no such 
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consignee at point C, which was approximately 200 miles dis- 
tant from point B. 

The carrier took it upon itself ta reforward the car from 
point C to point B, though the consignor was not notified of 
the fact that the car was unclaimed at point C, and collected 
from the consignee the local rate from point C to point B. 
The car was shipped prepaid and freight collected from point A 
to point C. Moreover, the selling price of the material at point 
C, where the car arrived, was higher than at point B. 

The seller, if he had been notified that the car was on 
hand unclaimed at point C, could have sold it at that point 
or a point beyond, and no loss of bargain would have been 
sustained. However, the carrier by taking it upon itself to re- 
forward the car from point C to point B, without notice or 
upon any instructions from the shipper, would seem to be 
guilty of a conversion or trespass. Therefore, it would seem 
that the carrier should respond in damages for the excess 
freight collected, and the loss of bargain the shipper sustained, 
inasmuch as the shipper was denied an opportunity to sell the 
material at point C, or a point beyond, on a reconsignment. 

Can you cite any cases holding under the facts stated, 
liability of a carrier for such acts of assumption? Does Section 
4(b) of the uniform bill of lading cover this situation? 

Answer: We are unable to locate a report of the Commis- 
sion specifically in point, but it is our opinion that the prin- 
ciple of the Commission’s reports in Woodward & Dickerson vs. 
Louisville & N. R. R. Co., 15 I. C. C. 170, and Weyl-Zuckerman 
& Co. vs. Colorado Midland Ry. Co., 27 I. C. C. 493, is appli- 
cable to the facts in the present instance. 

In these cases the Commission holds, in effect, that a 
carrier may not divert a shipment from the route selected by 
the shipper without obtaining instructions from the shipper to 
do so. 


See, also, Danzer & Co. vs. Gulf & S. I. R. R. Co., 69 I. C. C. 
59, in which the Commission awarded damages in the amount 
of the difference between the market value at the point to 
which consigned and at the point at which delivered. 


It is our opinion that Section 4(b) of the Bill of Lading 
has no bearing upon the question. 


Damages—Express Charges 


Ohio.—Question: We purchased a fur coat from a manu- 
facturer in New York City. The cost of this garment was 
$550. We returned this garment to the manufacturer at New 
York and declared a value of $550 on same. We paid the 
Railway Express Agency its proper value charges and express 
charges, which came to $1.13. 


The Railway Express Agency lost this shipment and we 
filed claim for $550, the value of the garment, and we also 
added $1.13 to the claim to cover the transportation charges 
which we had paid, but which service was never rendered by 
the carrier. 


The express company has advised us that the correct 
amount of the claim is $550 on the ground that they have made 
us whole on the transaction exactly as though proper delivery 
had been effected. They state that they are required only to 
make the shipper whole on any claim for loss and that a shipper 
may not profit from the misfortune of the carrier. 

It appears to us that it is not legal that a carrier should 
be paid for service which was not rendered and, although the 
amount involved is of little consequence, we would very much 
appreciate your advising if the agency is correct in the stand 
it has taken. 

Answer: As to shipments by express, released ratings or 
rates apply in all instances, but in determining the amount to 
which a shipper is entitled in the event of loss or damage, it 
is the actual loss measured by the market value, subject to the 
amount of the release which governs. If the actual value ex- 
ceeds the released value, the latter measures the carrier’s lia- 
bility, but if the actual. value does not equal or exceed the 
released value, the former measures the carrier’s liability. It 
is only in this latter class of cases that the question of whether 
the shipper is entitled to a refund of express charges may arise, 
for in the former class of cases the shipper is not entitled to 
any amount in excess of the value to which the shipment has 
been released, if its actual value exceeded that amount. 

Where, however, the market value does not equal the 
released value, the question may arise. It would seem that 
inasmuch as the carrier’s liability in such cases is limited to 
the market value at destination, that the same considerations 
govern the carrier’s liability as in the case of freight shipments, 
and if the destination value is used to measure the carrier’s 
liability, express charges should be deducted if not paid, and 
disregarded if paid, on the ground that the transportation of the 
goods had enhanced the value of the goods to the extent at 
least of the express charges. See Ward vs. American Railway 
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Express Co., 259 S. W. 514; Hardesty vs. American Railway 
Express Co., 119 Atl. 681. 


Tariff Interpretation 


Utah.—Question: We would appreciate the benefit of your 
experience on tariff interpretation as follows: 

Item 2433, Transcontinental Westbound Commodity Tariff 
1-W, I. C. C. No. 1484, of L. E. Kipp Agent, named rates op 
“generators or motors, electric, or generators (electric) ang 
engines combined, or parts thereof, in packages, loose or on 
skids.” The commodity we have in mind is “generators, engines 
and switchboards combined” which is a complete unit, and 
which we contend should have moved at the rates in Item 2433 
Some of the carriers applied the rates without question and 
even paid overcharge claims based on this item. In fact we 
received a ruling from the rate department of one of the trans. 
continental lines that the item was applicable because the switch 
was an integral part of the generator and engine combined, in 
fact, the unit was inoperative without the switch and under 
the provisions of the classification, Rule 20, the rate for the 
complete article could not be denied. Furthermore, the entry 
quoted above from the same item provided for “or parts there. 
of” and the switch in such a unit was unquestionably a part 
of the generator and engine combined. 

Others declined similar overcharge claims and refused to 
apply commodity rates because Item 2433 did not provide for 
switches specifically. All this happened before the publishing 
of Sup. 24, Item 2433-B, effective Dec. 15, 1942. At that time a 
new entry was added reading ‘‘generators, engines and switch- 
boards combined, engines cooling tanks attached or detached, 
with or without accompanying fuel tanks not exceeding five 
gallon capacity, in crates.” As mentioned above several oyer- 
charge claims were paid by carriers on the unit we speak of 
prior to the publishing of this supplement, not without argu- 
ment of course, but we were finally able to convince them that 
Rule 20 permitted application of the commodity rate or that 
“or parts thereof” took care of the switches. We believe the 
additional entry in Supplement 24 was added for clarification 
purposes as there had been a number of arguments on over. 
charge claims filed. We believe this to be the case even though 
the entry is flagged with a reduction symbol. It is a natural 
consequence of tariff publishing that a new entry such as this 
would show a reduction symbol. However, this does not neces- 
sarily mean that the rate did not legally apply beforehand on 
the article we have mentioned, because commodity rates are 
exceptions to the classification description in many cases, and 
the commodity item in this instance did not tie this entry down 
to Item 15975 of the Classification since the words “or parts 
thereof” were added, making it strictly a commodity tariff term. 

One of the carriers with which overcharge claims are still 
pending has seized upon this reduction symbol as an argument 
supporting its refusal to protect the rate prior to Supplement 24, 
December 15, 1942. If the rate did apply previous to this, and 
it apparently did, as other carriers honored it, is the reduction 
symbol a conclusive argument against adjusting the charges on 
the claims that are unpaid? 

Will you please advise if the rate could be applied prior 
to Supplement 24, December 15, 1942, giving your reasons for 
or against and supporting same, if possible, with decisions of the 
Commission upholding either view? 

Answer: Agent Kipp’s I. C. C. No. 1484, Westbound Tariff 
No. 1-W, effective August 15, 1942, published Item 2433, under 
the heading of Electrical Appliances, reading in part as follows: 


Generators or Motors, electric, or Generators (electric) and Engines 
combined, or Parts thereof, in packages, loose or on skids. 


Supplement No. 17, effective November 15, 1942, provided 
in Item 2433-A the following change: 


7Generators, Engines and Switchboards combined, engine cooling 
tanks attached or detached, with or without accompanying fuel tanks 
not exceeding 5 gallons capacity, in crates. 


Supplement No. 24, effective December 15, 1942, published 
Item 2433-B, reading in part: 

+(1) Generators, Engines and Switchboards combined, engine cooling 
tanks attached or detached, with or without accompanying fuel tanks 
not exceeding 5 gallons capacity, in crates. 


The reference marks used above mean: 


t—Reduction. 
(1)—Group A, B or C rates do not apply. 


It is our opinion that Item 2433 would not. apply on the 
shipment in question. In reading this item in the light of the 
classification, we find that the commodity description as pub- 
lished in the original tariff conformed with the classification 
description provided for in Item 15975 which reads: ‘“‘Generators 
or motors, or generators and engines combined, loose or in pack- 
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ages.” The amended tariff provision as published in_Items 
9433-A and 2433-B corresponds, in our opinion, to Item 15970 of 
the classification which provides: “Generators, engines and 
switchboards combined, engine cooling tanks attached or de- 
tached, with or without accompanying fuel tanks not exceeding 
5 gallons capacity, in boxes or crates.” 

The above indicates to us that you have two descriptions 
covering two articles, one being a generator or motor, or gen- 
erator and engine combined, whereas the other is a generator, 
engine and switchboard combined. 

The wording “or parts thereof,” in the commodity descrip- 
tion does not bring a switchboard into the meaning of the item, 
according to our interpretation. Instead, these words would 
have application in connection with a shipment consisting of 
generators or motors, or generators and engines combined, or 
unassembled. 

Rule 20 of the classification would have application to such 
a shipment as referred to next above, but would not have appli- 
cation to the extent of adding something that is not included 
or covered by a commodity description. 

With respect to the symbol used in indicating the change in 
the commodity description, we believe that, if the change was 
made purely for clarification purposes, and without the inten- 
tion of enlarging the scope of the item, a half diamond refer- 
ence mark would have been used which would indicate a change 
in wording that resulted in neither an increase nor a reduction 
in charges. However, inasmuch as the item was amended to 
include switchboards, we feel that the proper reference mark 
was made. 

The use of a reduction symbol in itself, would not preclude 
the application of the rate. New Era Milling Co. vs. St. L. 
&S. F. R. R. Co., 50 I. C. C. 207. 


Tax on Transportation 


illinois—Question: On Page 357 of the February issue of 
the Traffic World you answered a question from Florida re- 
garding the tax on transportation. We wish to take exception 
to the last paragraph in this answer. We get the impression 
from this paragraph that shipments from or to the United 
States would be exempt from the tax, regardless of who paid 
the charges. We do not believe this to be the case. 

Since June 1, 1944, shipments to or from the government 
of a state or a political sub-division thereof are exempt from 
the federal transportation tax, regardless of who pays the 
freight. However, shipments to or from the United States gov- 
ernment are only exempt from the tax when moving on a gov- 
ernment bill of lading or when freight charges are paid by 
certain federal agencies that are exempt from all taxes when 
created by an act of Congress. A few of these are the American 
Red Cross, Reconstruction Finance Corporation, Defense Plant 
Corporation, Commodity Credit Corp., and some 25 others of 
like character. 

Thus, we have a situation where a shipper selling to the 
United States on a delivered basis must pay the tax but, if 
selling to a state, need not pay the tax. Also, the situation 
where certain governmental agencies, for instance, the National 
Labor Relations Board, must pay the federal tax on their own 
shipments if they are not moving on government bills of lading. 

This seems unusual or even ridiculous but, nevertheless, 
it is the law of the land and must be adhered to. This tax has 
been quite a problem because of the numerous changes, and so 
many shippers do not understand. We, therefore, would ap- 
preciate an early correction, providing you agree with us, be- 
cause shippers do read your questions and answers and often 
quote them to us where a controversy arises. 

Answer: Section 3475 (b) of the Internal Revenue Act, 
effective December 1, 1942, provides: x 

The tax imposed under this section shall not apply to amounts 


paid by or to the United States or any agency or instrumentality of 
the United States for the transportation of property. 


Public Law 180, 78th Congress, effective November 4, 1943, 
provides: 


That Section 3475(b) of the Internal Revenue Code (relating to 
nd tax on the transportation of property) is amended to read as 

ows: 

(b) The tax imposed under this section shall not apply to amounts 
paid for the transportation of property to or from the Government of 
the United States, or any State, Territory, or political subdivision 
thereof, or the District of Columbia, or to amounts paid to the Post 

ce Department for the transportatior of property. 

Section 2. The amendments made by section 1 shall take effect 
with respect to amounts paid, on and after the first day of the first 
month which begins more than ten days after the date of the enact- 
tio this Act, for the transportation of property on and after such 
rst day. 


Approved November 4, 1943. 


Section 307-of the Revenue Act of 1943, effective June 1, 
provides: 
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Section 3475(b) (relating to governmental exemption from tax with 
respect to transportation of property) is amended to read as follows: 

(b) The tax imposed under this section shall not apply to (1) 
amounts paid for the transportation of property to or from the govern- 
ment of a State, Territory of the United States, or political sub- 
division thereof, or the District of Columbia, or any corporation 
created by Act of Congress to act in matters of relief under the treaty 
of Geneva of August 22, 1864, (2) amounts paid to the Post Office 
Department for the transportation of property, or (3) amounts paid by 
or to the War Shipping Administration for the transportdtion of prop- 
erty by water from one point in the United States to another, except 
between points on the Great Lakes. 


Section 307(c) of the Revenue Act of 1943 provides: 

Notwithstanding the amendments made by this section, the Secre- 
tary of the Treasury may authorize exemption from the taxes imposed 
by Chapter 19, 29, or 30 of the Internal Revenue Code as to any 
particular articles or services, or class of articles or services, to be 
purchased for the exclusive use of the United States, if he determines 
that the imposition of such taxes with respect to such articles or 
services, or class of articles or services, will cause substantial burden 
or expense which can be avoided by granting tax exemption and that 
the full benefit of such exemption, if granted will accrue to the United 
States. This subsection shall not be applicable to any contract entered 
into on or after the first day of the first month which begins six 
months or more after the date of the termination of hostilities in the 
present war. 

By authorization dated April 29, 1944, the Secretary of the 
Treasury authorized exemption from the transportation prop- 
erty tax as to any payment for transportation of property to 
or from the United States shipped on a United States govern- 
ment bill of lading. ; 

The above sets forth the several provisions of the tax law. 


Tariff Interpretation—Cancellation of Supplement not Effected 
by Failure to List on Later Supplement 


Georgia.—Question: Item 132 of Benton Rapid Express, 
Inc., MF-I. C. C. No. 1 publishes a specific basis for rates ap- 
plicable to shipments of merchandise in quantity lots of 2,000 
pounds or more when reecived from connecting water carriers 
at Savannah, Ga., and moved to Atlanta, Ga. 

Item 132, however, was cancelled by Item 132-C in Supple- 
ment No. 8. Then, on April 1, 1941, Supplement No. 11 can- 
celled Supplement No. 8 in full. On the title page of Supple- 
ment No. 12, effective April 1, 1941, there is a statement “Sup- 
plements Nos. 10, 11 and 12 contain all changes.” Supplement 
11 contains no reference whatsoever to Item 132-C. In fact, no 
further reference is made to Item 132-C until May 13th, 1944, 
in Supplement No. 15. 


Apparently Supplement No. 11, in cancelling Supplement 
No. 8, automatically cancelled Item 132-C. It will be appre- 
ciated if you will advise whether the provisions of Item 132 in 
the original tariff had lawful application on shipments moving 
in the period May 2, 1941 to May 12, 1944 inclusive. Please 
quote Commission’s decisions respecting the application of tar- 
iffs not properly cancelled. 

Answer: The history of Item 132, covering merchandise in 
quantity lots, as published in Benton Rapid Express, Inc. MF- 
I. C. C. No. 1, appears to be as follows: 

Supplement No. 2, effective February 13, 1937, published 
Item 132-A, which revised Item 132. 

Supplement No. 6, effective September 7, 1940, published 
Item 132-B, which cancelled the provisions and stated that. 
class or column ratings would apply. 

Supplement No. 8, effective September 12, 1940, on one 
day’s notice, by Item 132-C reestablished provisions on mer- 
chandise in quantity lots. 

Supplement No. 11, effective March 4, 1941, stated that 
Supplements 10 and 11 contained all changes. Neither Supple- 
ment 10 nor 11 contained Item 132 series. 

Suppitement No. 12, also effective March 4, 1941, on 3 days’ 
notice, postponed the effective date of Supplement No. 11 from 
March 4, 1941, to April 1, 1941. Therefore, effective April 1, 
1941, Item 132-C was cancelled by virtue of the cancellation of 
Supplement No. 8. 

Supplement No. 15, effective May 13, 1944, published Item 
132-D shown as cancelling Item 132-C, contained the following: 


Note: For information: 

Item 132 appearing on page 9-A of tariff was cancelled effective 
February 13, 1937, by Item 132-A of Supplement 2. 

Item 132-A was cancelled effective September 7, 
132-B of Supplement No. 6. 

Item 132-B was cancelled, effective September 12, 1940, by Item 
132-C of Supplement 8. 

Supplement No. 11, as amended by Supplement No. 12, directed 
the cancellation of. Supplement 8, effective April 1, 1941, thus effecting 
on that date the cancellation of Item 132-C, leaving no Item in effect. 


1940, by Item 


It is our opinion that Item 132 of the original tariff did 
not have application after the cancellation of Supplement No. 
8, effective April 1, 1941. With respect to citations covering 
tariff interpretation, see Empire Refineries vs. Director General, 
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58 I. C. C. 713 (714). This case was cited in B. S. Pearsall 
Butter Co. vs. Alton & S. R., 191 I. C. C. 60(62), which in turn 
refers to other similar cases. P 


Tariff Interpretation 


Wisconsin.—Question: We would be pleased to have your 
opinion on the following problem: 

A shipment originating at Valdese, N. C., and consigned to 
Sheboygah, Wis., consisted of a commodity described in the bill 
of lading as “cotton piece goods in original piece.” We have a 
contention with an interested party that the Column 50 rating 
as shown in Southern Motor Carriers Rate Conference Tariff 
No. 98-C, MF-I. C. C. No. 1140 applies. However, in referring to 
this item you will note that it further refers you to Item 4060 
for a description of the commodities affected. In Item 4060, 
cotton piece goods are shown, but reference is made to ‘Note 
A.” In following this to Note A, we find that the subject is not 
applicable on “plush, tapestries, velours, velvet or velveteen, 
made wholly or cotton in the original piece.” 

Therefore, we maintain that the commodity shipped and 
described as “cotton piece goods in original piece’’ could very 
well be one of the excepted items listed in the above named 
Note A, and that the Column rating, named in Item 1140, does 
not apply. The other party insists that, as long as the ship- 
ment is described as “‘cotton piece goods in original piece,’ he is 
correct in assessing the Column 50 rating. 

Answer: The matter involved here is not of tariff inter- 
pretation but one of fact. What was actually shipped? It is 
true that the commodity shipped and described as “cotton piece 
goods in the original piece” could be one of the items excepted 
in Note A. However, it may not have been. 

The rating to be applied on an article is not that which 
applies to what is claimed to have been shipped, but that which 
is applicable to the article actually transported. 

Section 2 of Rule 2 of the National Motor Freight Classi- 
fication, covering the matter of “Inspection of Property” pro- 
vides that when a carrier’s agent believes it necessary that the 
contents of packages be inspected, he will make or cause such 
inspection to be made or require other sufficient evidence to 
determine actual character of the property. When found to be 
incorrectly described, freight charges must be collected accord- 
ing to proper description. 

We, therefore, suggest that you determine the exact nature 
of the article shipped. 





Rubber Director’s Report 


Expansion of truck tire production facilities, now being 
expedited to the fullest possible extent because of increased 
military requirements, would raise heavy tire output from the 
present annual rate of about 14,000,000 to over 28,000,000 in 
the early part of 1946, the War Production Board stated in 
connection with the issuance by it of the 1944 year-end report 
of its rubber bureau. J. F. Clark is director of the bureau. 

“The military have cooperated towards the most efficient 
use of the tires and tubes allocated to them,” said Director 
Clark in his report. “Their allocations are, however, below 
requirements and, if not corrected promptly, may prejudice 
the conduct of the war. The civilian economy has been held 
to a minimum of tires and tubes. Failure to provide promptly 
a greatly increased flow of tires and tubes to civilian activity 
will curtail or stop many auxiliary functions ‘essential to the 
production lines of this country.” 

The W. P. B., in its comment and discussion of the report, 
said that production schedules of 4,875,951 heavy-duty tires for 
the first quarter of 1945 would be substantially achieved, de- 
spite shortages of carbon black and tire cord, but that chances 
for achieving the “programmed” second quarter production of 
5,726,671 heavy-duty tires appeared extremely unlikely. Con- 
tinuing, the W. P. B. said: 


Gradual improvement in April with a still further step-up in May 
is forecast, however, as a result of intensive measures being taken to 
increase the output of carbon black, until the over-all result will largely 
overcome the situation by the end of the second quarter when the 
production of components is expected to keep pace with the large in- 
creases in tire requirements. 

Of the total large size tires required for essential civilian and 
military needs in the second quarter, over half are of relatively smaller 
sizes that temporarily will have to be given second place in the pro- 
duction picture in order to divert considerable quantities of carbon 
black to the production of the very large military tires which are a 
“‘must”’ for current military operations. The deficit from the original 
schedule in second quarter output will therefore become most apparent 
in the smaller truck and jeep tires where large volume output has 


already been achieved. 
1944 Production 


Total production from truck tire building facilities in 1944, 
Director Clark reported, aggregated about 16,000,000 tires, as 
against a pre-war average of 8,000,000 tires a year from those 
facilities. He noted that these totals included large airplane 
and rear tractor-implement tires as well as truck and bus 
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tires. He said that “the average truck tire of today is sy. 
stantially greater in size and weight than the average trug 
tire of a pre-war year.” 

“With an average milled stock of slightly over 200, 
long tons in pre-war years,” he continued, ‘1944 showed slightly 
over 600,000 long tons consumed in the production of they 
particular tires. These increases in 1944 take an even greate 
importance when it is realized that in 1944, eighty-five per cen; 
of the raw materjal consumed was synthetic rubber. In othe 
words, the industry has taken a new series of raw materia\ 
and, despite the almost insuperable problems involved, ha; 
nearly trebled the quantity of milled stock used in the pp. 
duction of truck and bus, large airplane and rear tractor-jp. 
plement tires.” 

Production of “‘Buna-S,” the type of synthetic rubber usg 
in tire manufacture, totaled 668,834 long tons in 1944, gai 
Director Clark. He added that requirements for ‘“Buna-§S” jy 
1945 totaled 881,000 tons and that the planned output for 19% 
would be 1,054,000 tons. He stated that the increased heavy 
tire program for 1945 might make necessary some upwari 
revision of the 881,000 tons scheduled for production this yea 
and that, to achieve the 1,054,000 tons required in 1946, th 
Rubber Reserve Company (a subsidiary of the Reconstruction 
Finance Corporation) planned improvements to government 
plants amounting to $22,000,000, or about 3 per cent of th 
present government investment in the synthetic rubber industry 
amounting to $725,000,000. 


Crude Rubber “Most Critical” 


The War Production Board, in its comment, said that the 
tremendous increase in heavy tire production had made cru 
rubber the most critical of all strategic materials. It said the 
1945 production schedule probably would require more than 
144,000 tons of crude rubber, with a resultant inroad into th 
nation’s stockpile of crude rubber of more than 35,000 tons 
reducing the stockpile reserve to less than 61,000 tons by 
the end of the year. 

“The stockpile on January 1, 1945,” it continued, “was 
96,000 tons, which is very definitely below the figure consid. 
ered a safe minimum for this nation. The low level at th 
end of 1945 will be in striking contrast to the stockpile of 
533,000 tons, which was on hand at the time of Pearl Harbor’ 

In a discussion of the manpower situation in the heavy- 
duty tire manufacturing industry, Director Clark said that 
there remained a need for about 3,000 employes in that in 
dustry and that the army had furloughed about 1,500 ma 
for work in heavy-duty tire plants. 

Summarizing his report, he said, among other things, thal 
production of such tire components as rayon and cotton tir 


- cord, carbon black and beadwire must be increased if production 


goals for tires and tubes were to be realized; that machinery 
and equipment required for the tire and tube expansion pr 
gram must be accorded the highest priority and must be e- 
pedited to every extent possible, and that “the manpower 
drive must be continued with all impetus.” 


Need for Tire Conservation 
In conclusion, Director Clark said: 


There must be a continuation and an extension of the conservation 
policies designed to obtain the last mile from every existing tre 
This obviously includes a coordinated policy of factual informatio 
release and an avoidance of misleading statements as to the availability 
of tires to the public. 

The tire program for 1945 calls for tremendous effort on the part 
the industry, labor and many government agencies. Close cooperatid 
and a mutual understanding of the tasks ahead are essential, if pm 
duction is to meet or exceed schedules. 


New Programs Director 


Chairman Krug, of the War Production Board, has 4 
nounced appointment of John L. Collyer, president of Th 
B. F. Goodrich Co., Akron, O., as special director of rubbt 
programs. He said that Mr. Clark, the director of the W. P.3 
rubber bureau, would continue in office for a time to assis 
Mr. Collyer. Mr. Clark had planned to resign as director, le 
said. 

Mr. Collyer, said Chairman Krug, had been drafted from 
industry for three months to “head up the vital rubber pl 
grams,” with the full support of the President and War Mo 
bilization Director Byrnes. He said a great increase in tit 
and everything needed to make them “must be achieved 1 
the shortest possible time.” The rubber programs were mot 
critical now than at any time since Pearl Harbor, said he. 

Before going to the Goodrich company, Mr. Collyer hat 
been with the Dunlop Tire & Rubber Co. as vice-presidet! 
Early in 1940, he advocated the establishment of a governmet 
sponsored synthetic rubber program as a national safegual 
against possible loss of our principal sources of supply {@ 
natural rubber in the event of war in the Far East. He servé 
as an industry adviser to the State Department in rub! 
meetings with representatives of the governments of Gres! 
Britain and the Netherlands held in England last year and# 
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the United States this year. He is a member of the executive 
committee of the Business Advisory Council of the Department 
of Commerce. 

Chairman Krug has announced a revised tire production 
program for the second quarter of 1945 calling for 5,085,604 
truck and bus tires. 

The rubber bureau has announced additional allocation of 
Defense Plant Corporation funds for the heavy tire expansion 
program as follows: Mohawk Rubber Co., Chattanooga, Tenn., 
$1,250,000; U. S. Rubber Co., Chicopee Falls, Mass., $250,000, 
and Plymouth Rubber Co., Canton, Mass., $90,000. 


Motor Rate Inereases 


Following action of the New England motor carriers seek- 
ing Commission authority to depart from tariff provisions so 
as to permit publication of supplements to tariffs carrying 
increases in rates (see Traffic World, March 17, p. 645), the 
Middle Atlantic States Motor Carrier Conference, Inc., has 
petitioned the Commission for authority to file, on statutory 
notice, special supplements of emergency charges to tariffs 
issued by it, without observing the provisions of rules 4(a), 


‘6(a), 6(d), 7(a), 9(c), 10(d) and 20(f) of the Commission’s 


tariff circular MF No. 3 


The Middle Atlantic conference said the purpose of the 
special supplements was to put into effect “at the earliest 
possible date, but on not less than 30 days’ notice to the Com- 
mission and the public,” increases of 2% cents a hundred 
pounds on less-than-truckload and “any quantity” shipments, 
and 1 cent a hundred pounds on truckload shipments. It said 
the special supplements would expire automatically Decem- 
ber 31, 1945, unless sooner cancelled, changed or extended. 
The petition contained the following additional statements in 
support of the rate increase proposals: 


The intercity motor common carriers operating in middle Atlantic 
territory and between middle Atlantic territory and New England 
territory are in a critical financial position and conditions are getting 
worse. Based on reports of revenues and expenses filed with the 
Commission by 130 of these carriers the composite operating ratio is 
now 98.4 (for the year 1944). The reports for the fourth quarter filed 
by the same 130 carriers reveal an operating ratio of 102.8. Many 
carriers serving important areas of the territory have been operating 
at a loss continuously for more than a year and if something is not 
done to alleviate the conditions and place them in at least a small 
profit position they will have to discontinue business. Only very few 
of the carriers have an operating ratio of less*than 97 and the ability 
of the motor carriers as a whole to continue to function as important 
transportation agencies in this emergency is seriously threatened. 

Due to the conditions which then existed and in anticipation of a 
worsening thereof, apprepriate proposals to make increases in rates 
were placed on petitioner’s public docket. The first such proposal 
contemplated an increase of 10 per cent on shipments weighing less 
than 2,000 pounds. It met with violent criticism and objection from 
the shipping public. An alternate proposal to increase L. T. L. rates 
3 cents per 100 pounds and T. L. rates 1 cent per 100 pounds was then 
placed on the public docket and at the same time a meeting with 
interested shippers was arranged. This meeting was held in New York 
on February 20, and was attended by 37 shipper representatives, 
included in which was a committee of a territorial-wide organization 
of shippers known as the Middle Atlantic Shippers’ Motor Carrier 
Committee. It is represented to us that composing this organization 
are 171 men representing individual shippers, chambers of commerce 
and trade associations; that the 171 men actually represent many 
thousands of individual shippers including most of the nationally known 
ones, 

Following this meeting, at which the unfavorable financial condi- 
tion of the motor carrier industry was thoroughly discussed, the pro- 
posals were taken under advisement by representatives of both interests. 
On their part the motor carriers represented by petitioner decided 
that the second proposal, that is, the one proposing an additional 3 
cents to L. T. L. rates and 1 cent to T. L. rates, should be approved 
in the form of ‘‘emergency charges’’ for temporary application, but a 
small subcommittee was created to again confer with representatives of 
the shippers and endeavor to reach an agreement. This meeting was 
held on March 16, and the representatives of the shippers, acting 
primarily for the Middle Atlantic Shippers’ Motor Carrier Committee, 
agreed that the motor carriers need increases of 2% cents on L. T. L. 
shipments and 1 cent on T. L. shipments and are supporting such 
increases. While it is not believed that the anticipated additional 
revenue produced by these increases will be adequate, in the hope 
and belief that we could get these increases in effect within 40 or 50 
days and without an investigation and suspension proceeding, we find 
them acceptable. 

In this emergency prompt action is imperative and for that reason 
this form of tariff publication is proposed. To comply with all of the 
tariff publishing rules would not only delay publication from 60 to 90 
days, but would involve manpower use probably beyond the capacity 
of both tariff compilers and the printers, and an enormous quantity 
of paper would be used. Furthermore, this type of increase, compara- 


ble to a “‘tax,’’ peculiarly adapts itself to the proposed form of 
publication. 


Central States Bureau—Shipper Committees 


Mid-west shippers attending a special meeting with the 
Standing rate committee of the Central States Motor Freight 
lureau, Inc., at the Stevens Hotel in Chicago, March 21, gen- 
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erally expressed a willingness to agree to the carriers’ proposal 
to increase rates three cents a hundred pounds on less-truckload 
traffic, and one cent a hundred pounds on truckload traffic, with 
certain provisos. They asked that the carriers furnish figures to 
substantiate their claim of needed additional revenue, make a 
traffic test, and publish the increases as an emergency measure 
to expire not later than a year hence. 

C. L. Lawson, chairman of the bureau’s standing rate com- 
mittee, conducted the meeting. At the suggestion of A. H. 
Schwietert, traffic director of the Chicago Association of Com- 
merce, the noonday recess was used by the shippers present to 
form a committee to meet with a committee of the bureau, and 
to decide precisely the information the carriers will be asked 
to furnish. 

They decided that the carriers should be asked to furnish 
operating revenues and expenses, operation ratios, total inter- 
city mileages and total tonnages, by quarters, for 1944; to make 
a traffic test for one week, preferably in October, 1944; and to 
publish the rates as an emergency measure expiring within a 
year. Mr. Lawson reported at the afternoon session of the two 
groups that Chester G. Moore, chairman of the Central States 
bureau, had agreed to appoint a carrier committee to meet with 
the shipper committee with a view to placing a definite pro- 
posal, acceptable. to both sides, before the meeting of the cen- 
tral committee on April 10. 

Members of the shipper committee are as follows: Chair- 
man, W. H. Ott, general traffic manager, Kraft Cheese Co.; 
Grant Arnold, Detroit Board of Commerce and James Dough- 
terty, Kalamazoo, representing paper mills, for Michigan; H. A. 
Hollopeter, traffic director, Indiana State Chamber of Com- 
merce, and R. L. Ramsay, Inland Container Corporation, In- 
dianapolis, for Indiana; B. M. Fischer, Ladish Drop Forge Co., 
Cudahy, and J. A. Madden, LaCrosse-Winona Traffic Bureau, 
for Wisconsin; and R. A. Ellison, of the Cincinnati Chamber of 
Commerce, for Ohio. Mr. Ellison is to obtain another member 
of the committee for his state. Mr. Schwietert is secretary of y 
the committee. 

Toward the end of the morning session, D. R. Ryan, of the 
rate committee, said that it would be necessary to “forget 
O. P. A. ceilings,” because, he said, the War Labor Board did 
what it pleased, and the ability to pay made no difference so 
far as the board was concerned. He said that “if our costs 
and yours are increased, the O. P. A. will have to listen to you.” 


J. H. Justesen, representing the Office of Price Administra- 
tion, said that the O. P. A. had taken no position with regard 
to the proposals being discussed, but that it would be O. P. A.’s 
purpose to make a financial investigation to ascertain, if pos- 
sible, the extent of increases that might be needed. He said he 
understood that that procedure had been applied in the New 
England states and would probably be followed here. 


Mr. Ott, as chairman of the shippers’ meeting, explained, 
in the noonday session of the shippers, the method that had 
been followed in bringing together motor carriers and shippers’ | 
to consider the proposals of the New England carriers and of 
the Middle Atlantic States carriers. In answer to a question 
he said there was a growing tendency to follow this practice in 
all territories. In that way, he said, each territorial group 
acted on its own figures instead of asking increases merely 
because every one else was doing so. He said the increases 
would keep in operation carriers that would go out of business 
if they did not get them. Reference was made in the course 
of the discussion to three of the larger carriers of the Central 
States group that, in January, had operating ratios of 102.7, 
101.2 and 100.5, respectively. 


Referring to a meeting similar to this one, to take place in 
Atlanta on March 28, Mr. Ott said that four southeastern car- 
riers had recently ceased operations, and that increases would 
keep in operation twenty other carriers who would otherwise 
be out of business by the first of May or June. Asked what 
guarantees would be given as to service, Mr. Ott said that the 
increase would not solve the problems of manpower and equip- 
ment. He said that, if the carriers could furnish bona fide 
figures showing they needed money, and how much, it would 
be advisable to say “Yes” to their proposed increase and to 
reach an agreement. 


It was learned at headquarters of the Central States bureau 
that on the day preceding the meeting the board of directors 
had recommended that the standing committee consider chang- 
ing the proposal from three cents a hundred pounds on less- 
truckload traffic and one cent a hundred pounds on truckload 
traffic to five cents and two cents, respectively, should there be 
liklihood of a suspension, which could delay application of any 
increase in rates probably for at least the seven-month sus- 
pension period provided in the interstate commerce act. 
















CHANGE IN DOCKET 


Argument in |. & S. M-2458, assigned for March 21, at Washington, 
D. C., was cancelled and reassigned for April 11, at Washington, D. C 
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Class I Motor Operations 


Class I motor carriers as a whole operated at a loss in the 
fourth quarter of 1944, according to a statement of the Amer- 
ican Trucking Associations, Inc. The A. T. A. said that sum- 
maries made by it of 1,225 Class-I motor carrier reports de- 
veloped an operating ratio of 100.9 per cent compared with 
100.7 per cent in the year 1943. Continuing, A. T. A. said: 


While high operating ratios are to be expected in the fourth 
quarter because of accounting adjustments and adverse operating condi- 
tions, the fact that the operating ratio was in excess of 100 per cent, 
together with data available for the first three quarters, indicates that 
the operating ratio for the full year will be approximately 97 per cent. 
In 1943 the operating ratio was about 96 per cent. 


With the single exception of local cartage carriers the operating 
ratios for the fourth quarter were uniformly high for all types of 
carriers and in all regions of the country. The operating ratio for 767 
carriers in the eastern district was 101 per cent; in the southern region 
for 106 carriers 101.3 per cent; and in the western district for 382 
carriers, 100.6 per cent. 


Six hundred and eighteen common carriers of general freight had 
an operating ratio of 101.3 per cent. The territorial operating ratios 
for these carriers were as follows: Eastern district, 377 carriers, 101.4 
per cent; southern region, 70 carriers, 102.0 per cent; and western 
district, 171 carriers, 101.1 per cent. It is expected that the operating 
ratio for the full year 1944 for the common carriers of general freight 
will be in the neighborhood of 98 per cent. . 


Local cartage carriers were the only substantial group of carriers 
to maintain a profit position in the fourth quarter. Reports for 221 of 
these carriers indicated a composite operating ratio for the fourth 
quarter of 98.4 per cent. The operating ratio of these local cartage 


carriers for the full year will most likely be something less than 
95 per cent. 





Motor Accident Report 


The Commission, division 5, has released a report on “Motor 
Carrier Accidents, 1941-1942,” presenting the results of an 
analysis of accidents reported by motor carriers to the Com- 
mission for those calendar years. The analysis, the division said, 
comprised 11,251 accidents, and 9,358 accidents for the two 
years, respectively. The report was prepared by members of the 
staff of the Bureau of Motor Carriers but had not been con- 
sidered in detail by division 5 and was not to be construed as 
an expression of that division’s views, said the division. 


Noting an increase in “property damage” an accident in 
1942 over 1941, the report said this indicated that accidents in 
the latter year were more severe, on an average, than in the 
former. Continuing, the report said: 


There is reason to believe that this trend continued after the years 
covered in this report. While the accident situation had not become ag 
bad in 1942 (nor up to the present time) as was generally apprehended 
in the light of tire, parts, and manpower shortages, and deterioration in 
their quality; the heavier loading of vehicles; and the many other war- 
time handicaps; yet the facts above cited are indicative of a serious 
condition. That the difficulties under which motor-transport operation 
must be carried on for an indefinite period in the future will be increas- 
ingly great should be recognized. Only the closest vigilance with re- 
spect to the supervision of drivers and the maintenance of vehicles will 
justify a hope that the situation will become no worse, or can be im- 
proved. 


The report said it was plainly apparent that the number 
of accidents occurring in property-carrying operations in the 
winter months was considerably above the monthly average 
for the year as a whole. It said this was strongly indicative that 
much remained to be done in the way of applying known safe- 
guards and precautionary measures against the hazards of 
motor transportation in cold weather. It said a high point in 
accident occurrence in passenger-train operations was reached 
in the summer months and that this was probably due to a 
marked increase in passenger traffic at that time of year. 


FUTURE OF HIGHWAY TRANSPORTATION 


“One of the favorite tricks of those seeking to destroy high- 
way transportation is to claim that trucks do not pay their 
fair share of highway cost,” said J. W. Lenon, manager, Tennes- 
see Motor Transport Association, in an address March 21 before 
the Chattanooga Traffic and Transportation Club. 


He continued by saying that trucks in Tennessee in the 
last fiscal year paid in excess of $11,000,000 in taxes to the 
state and that this was about 20 per cent of the total state 
tax collections—more than paid by any other industry. By 
way of comparison he said that, in the same period, the rail- 
roads had paid the state only $3,400,000. 

Quoting from the brief of the Association of American Rail- 
roads filed in the Supreme Court of the United States in a 
case involving train-length limitations, as reported in Traffic 
World for March 17, at page 649, Mr. Lenon said that, while 
the association attacked the constitutionality of the train limit 
law, “yet at the same time this railroad association and indi- 
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vidual railroad companies seek ‘to have just such injustice ang 
unwarranted restrictions slapped on highway transportation” 
He said he had no doubt that the Arizona law was unjust, by 
that he felt at the same time the injustice of railroad orgap. 
izations attempting to do “exactly the same thing to highway 
transportation.” 

After discussing these matters, among others, Mr. Leno, 
said he was not and never would be anti-railroad, adding thg 
“this country needs railroad transportation just as it nee, 
waterways, pipe lines, airways and motor transportation” 
He said he merely wanted other forms of transportation to adopt 
the same attitude. 

Mr. Lenon said the state of Tennessee was planning t 
spend $60,000,000 on its highway system at the rate of $2. 
000,000 a year in the three years immediately following the ey 
of the present war. This, he said, would far exceed the g,. 
penditure in any similar period. 


TRUCK COMPANY IN BATTLE 


The four officers and 64 enlisted men of the 3619) 
Truck Company of the Army Transportation Corps, one of the 
last to get through the closing German pincers about Bastogne 
Belgium, December 18, with food and ammunition for the be 
sieged 101st Airborne Division, have been commended by of. 
fiers of the airborne unit for the help they gave during the 
siege of Bastogne, according to a release from the army; 
European theater of operations. 

Starting on two hours’ notice, the truck company were w.- 
loading their 42 trucks in the city as the Germans sealed it off 
In the following eight days, they used their trucks as mobile 
ammunition depots, shifting from one spot to another as danger 
developed, set up a message and personnel delivery service, and 
rounded up the supplies and ammunition dropped from the air, 
One-half of the company, under First Lt. John W. Thomson, 
of Fort Smith, Ark., was attached to the 501st Parachute In. 
fantry Regiment. Falling back to the vicinity of Giramont they 
ran into German opposition, and it was decided to destroy al] 
equipment and attempt to escape individually. Lt. Thomson led 
his men through 25 miles of German-held territory to safety 
at Neufchateau, in Belgium. 





STATE HIGHWAY LEGISLATION . 


The National Highway Users Conference in a review of 
highway user legislation in eleven states said that fourteen 
state legislatures had adjourned as of March 17. They were 
Arizona, Arkansas, Georgia, Idaho, Indiana, Montana, North 
Dakota, Oregon, South Dakota, Tennessee, Utah, Washington, 
West Virginia, and Wyoming. 

“Constitutional amendments to prohibit diversion of high 
way user revenue received the attention of the legislatures of 
five of these states with Tennesse and Indiana enacting such 
legislation,” said the conference. “South Dakota enacted favor- 
able diversion legislation but not in the form of a constitutional 
amendment. West Virginia legislators enacted an extension 0 
a temporary gasoline tax increase. No actual increase became 
law in the above fourteen states. 

“Increases in size and/or weight limits were approved in 
four states, Arizona, North Dakota, Tennessee, and Wyoming’ 





TIRE QUOTAS 


The Office of Price Administration has announced Apt 
tire ration quotas as follows: Truck and bus, 8.25 or large, 
147,850 as against 110,200 in March; truck and bus, 7.50 @ 
smaller, 266,700 against 216,000 in March; passenger and moto 
cycle, 1,000,000 against 1,600,000 in March. In setting i 
larger truck quotas, said the W. P. B. Rubber Bureau reco 
nized that, while passenger tires were important, the truck all 
bus categories were even more essential. 


D. P. C. MOTOR COMMITMENTS 


Defense Plant Corporation, a subsidiary of the R. F. ¢, 
has announced that it has authorized: 


Execution of a contract with Express Freight Lines, Inc., Milwaukee, 
Wis., to provide automotive transport equipment for operation in Wi 
conscin and adjoining states, at a cost of approximately $30,000. & 
press Freight Lines, Inc., will operate these facilities, title remainin 
in Defense Plant Corporation. 

Execution of a contract with St. Johns River Line Co., Jacksonvillé 
Fla., to provide automotive transport equipment, at a cost of approx 
mately $30,000, for operation in the state of Florida. St. Johns Kivé 
Line Company will operate these facilities, title remaining in Defen® 
Plant Corporation. 


BUCUSS ON PACKAGING CLUB BOARD 
In an item at p. 676, Traffic World of March 17, the nai 


of J. G. Bucuss, manager, strapping division, Acme Steel Colt 
pany, was inadvertently omitted from the list of the membe the 
of the board of directors of the newly organized Chicago Path 


aging Club. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC Wor.p goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
aers and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly mformed.—Editor THs Trarrim Worp. 





Glenn K. Doolittle, freight agent at Binghamton, N. Y., for 
the Erie Railroad, was installed as president of the Triple 
Cities Traffic Club at a dinner meeting March 15 in the Arling- 
ton Hotel, Binghamton, succeeding George H. Brewster, of 
Remington-Rand Co.’s propeller division traffic staff. Mr. 
Brewster had served two terms as president and was presented 
with a cowhide traveling bag. Other officers installed were: 
W. John Mathews, traffic manager, Ansco; honorary vice-pres- 
ident, Clayton L. Post, traffic manager, Fairbanks Co.; secre- 
tary, L. A. Hillman, Binghamton freight agent for the Delaware, 
Lackawanna & Western Railroad Co.; and treasurer, Philip 
Adler, freight auditor. The principal speaker of the evening 
was Colin Mackenzie, 26-year-old veteran, whose experiences 
included having his ship torpedoed three times in 24 hours in 
the Caribbean. He appeared under the auspices of the National 
Industrial Information Committee of the National Association 
of Manufacturers. Mr. Mathews headed the committee on gen- 
eral arrangements, and Burton T. Wilson, the club’s public 
relations director, was in charge of publicity for the meeting. 
The club is discussing plans for the observance of Perfect Ship- 
ping Month, with its April meeting scheduled to tie in with the 
program. 


The Pikes Peak Traffic Club, Colorado Springs, Colo., is 
meeting the third Tuesday of each month in the Mexican Room 
of the Antlers Hotel, because the American Legion Hut, in 
which meetings were formerly held, is now being used daily by 
returning veterans. Chairmen of the club’s standing commit- 
tees are as follows: Membership, Walter Colburn; program 
and entertainment, E. H. Martin; legislative and current events, 
M. H. Booth; house committee, Mrs. Mildred H. Evans. C. G. 
Bailey, secretary and treasurer of the club, is chief clerk to 
the division freight and passenger agent of the Santa Fe Lines 
at Colorado Springs. 





The Industrial Traffic Club of San Francisco had as guest 
speaker at its meeting March 8 Lt. L. J. Humphreys, repre- 
senting Rear Admiral Mayo. He described the operations of the 
naval supply depot at Oakland, said to be the largest of its 
kind in the world. 





J. F. McGoey, traffic department, 
Luria Brothers Company, Inc., Read- 
ing, Pa., was elected president of the 
Reading Traffic Club at the annual 
dinner meeting held in the Abraham 
Lincoln Hotel, March 8. Other officers 
elected were: First vice-president, R. C. 
Folk, traffic manager, Rosedale Knit- 
ting Mills; second vice-president, C. W. 
Deppen, traffic manager, Bingaman 
Motor Express; secretary, O. D. Dreyer, 
commercial freight agent, Western 
Maryland Railroad Company; mem- 
bers of the board of directors, J. E. 
Gaul, traffic representative, Reading 
Transportation Company, and E. D. 
Schearer, traffic department, Carpenter 
Steel Company. 





Speakers at the luncheon meeting of the Traffic Club of 
Worth, March 19, in the Venetian Ballroom of the Black- 
stone Hotel, were Dean Cortell K. Holsapple, of Texas Chris- 

niversity, who spoke on the T. C. U. evening college, 
and L. D. Hill, instructor in transportation at T. C. U., who 
oe “Transportation Education in T. C. U. Evening Col- 
ege.” Col. C..S. Elliott was chairman of the day. 


The 38th annual business meeting and installation of offi- 
cers and directors of the Traffic Club of Chicago will take 
place March 29, at 6:30 p. m., in the Grand Ball Room of 
Palmer House. The election of the officers and directors 
will be held in the club’s rooms in the Palmer House, with 
Polls open between 12 noon and 6 n.m. A stage show will 








be presented after the transaction of business and the instal- 
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lation of officers, arrangements for which have been made by 
the indoor entertainment committee, B. J. Schilling, chairman, 
and R. A. Yelton, secretary. A recommended revision of the 
by-laws will be presented, among others, for the consideration 
of members, giving the board of governors authority to waive 
membership dues of members accepted for military or naval 
service by the United States or its allies, such waiver not to 
extend beyond April 1, 1946, with the proviso that such waiver 
members shall have severed all business connections, and that 
it will not apply to membeis identified with civilian defense 
or home guard, waiver to cease on termination of service. 





J. Ted Ray, newly elected president 
of the Transportation Club of Seattle, 
was born in Glendive, Mont. His father 
was agent for the Northern Pacific 
Railway at various Montana towns for 
many years. Mr. Ray attended school 
in Portland, Ore., where, for two years, 
he worked for the Union Pacific Rail- 
road in its accounting department. He 
has lived in Seattle for sixteen years 
and has identified himself closely with 
the activities of the Transportation Club 
throughout that time. At present he is 
sales supervisor for western Washing- 
ton for the Leslie Salt Co. Warren G. 
Smith, district freight agent, Pennsyl- 
vania Railroad and Long Island Rail- 
road at Seattle, is the club’s new 
secretary-treasurer. 





The regular monthly dinner meeting of the Women’s Traf- 
fic Club of Philadelphia will be held April 10 at Kugler’s, 
Broad and Chestnut streets. There will be no speaker as the 
club celebrates ‘Mothers’ Night” in April of each year. The 
speaker at the club’s March meeting was H. W. Wilson, vice- 
president of Quaker City Cold Storage Co. 





Arrangements have been completed for the annual ‘Ladies’ 
Night” dance, to be held by the Evansville (Ind.) Transporta- 
tion Club April 18 in the Gold Room of the Hotel McCurdy. 
David Cohen, chairman of the entertainment committee, is in 
charge of the arrangements. 





The Trafficmen’s Association of America will meet the 
evening of March 27 in the Sherman Hotel, Chicago. The 
speaker for the evening will talk about the army quartermaster 
depot, and a motion picture, “Tank Destroyers,” will be shown 
by courtesy of the Santa Fe. 





Plans of the Transportation Club of Des Moines for a May- 
day party, to be held at the Des Moines Golf and Country 
Club, May 22, are in the making. C. Harlan, of Bruce Motor 
Freight, has been appointed general party chairman, and B. B. 
Mack, of the Des Moines Transportation Co., will be ticket 
chairman. 





Ralph Haman, engineer of color and design for the Pull- 
man Standard Car Manufacturing Co. was the featured speaker 
on “A Pre-View of Postwar Travel,” at the March 22 luncheon 
meeting of the Traffic Club of Minneapolis, dedicated to the 
Minneapolis Passenger Traffic Club. Music was furnished by a 
group of Minneapolis Symphony Orchestra players. 





The Oakland Traffic Club set aside its evening meeting on 
March 20 as “Railroad Night.” Chaplain Edward Reingherd, 
a lieutenant in the United States Navy, spoke on “The Navy 
Looks at Life.’ The railroad men of the club, with J. W. 
Ostle, district freight agent, Southern Pacific Co., as chairman, 
arranged the program. 





The Buffalo Traffic Club will hold its monthly dinner 
meeting at the Hotel Worth on March 27. Principal speaker 
of the evening will be Thomas A. Ward, assistant general 
freight claim agent of the New York Central Railroad. 





The Bronx Traffic Club heard Harold Amaties, Radio Man 
2nd Class, relate his experience in the Pacific theater as a 
member of the crew of a P. T. boat, at a meeting of the 
club, March 16, in the Concourse Plaza Hotel. The talk was 
a tribute to Dave Goldberger, treasurer of the club, in whose 
honor, because of his services to the blood donor recruitment 
drive, the meeting was called. Amaties said his life had been 
saved by the administration of the nine units of blood plasma. 
Roderick Stephens, honorary chairman of the Bronx Count 
Red Cross War Fund, addressed the meeting. Others in attend- 
ance were: Otto Birnbrauer, president of the Metropolitan 
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Club; Lawrence Gerosa, of Gerosa Haulage, co-chairman of 
the Bronx Civilian Defense Volunteer office; and George F. 
Mand, assistant secretary of the American Car & Foundry Co., 
and president of the Bronx Chamber of Commerce. 





The April dinner meeting of the Green Bay Traffic Club 
will be held at the Beaumont Hotel on April 5. Designated 
“Perfect Shipping Month” meeting, it will be addressed by 
C. S. Maenair, of C. S. Macnair & Associates, of Chicago. 





Ray Murphy, general freight agent, Northern Pacific 
Railway, was chairman for the March 14 meeting of the Traf- 
fic Club of Fargo, held in the Gardner Hotel, and designated 
as “Northern Pacific Night.” The A. A. R. film, “The Life 
Line of the Nation,” was shown by Harold Rhine, assistant to 
the advertising manager of the Northern Pacific, as was the 
film produced by Clark Gable, “Combat America.” The bal- 
ance of the programs of the year have been designated as 
follows: April, “Wholesaler and Retailers’ Night”; May, ‘Motor 
Carrier Night”; June, a picnic; September, “Great Northern 
Night”; October, “Ladies’ Night”; November, nomination of 
officers; and December, election. 





The “Perfect Shipping Month” meeting of the Tri-City 
Traffic Club will be held at the Lend-A-Hand Club in Daven- 
port, Ia., April 19. It will be a dinner meeting, held in co- 
operation with the local railroads and motor carriers. F. A. 
Kilker, freight claim agent for the Chicago, Burlington & 
Quincy Railroad, at Chicago, will speak on freight claim pre- 
vention. There will also be discussion, led by H. A. Stephens, 
of Deere & Co‘, on the feasibility of holding local educational 
programs in addition to regular club meetings. A new roster 
of the club will soon be distributed. 





J. B. White, traffic manager, Seymour Packing Co., was 
installed as president of the Traffic 
Club of Topeka at the annual dinner, 
February 25, in the Thomas House, at 
Garfield Park. Before joining Seymour 
Packing Co., Mr. White was freight 
traffic agent for 17 years for the Nash- 
ville, Chattanooga & St. Louis Railway, 
at Kansas City. He has also been a 
traveling freight agent for the North- 
ern Pacific Railway. He was appointed 
to his present position four years ago, 
and is a charter member of the Kansas 
City Traffic Club. Other officers elected 
to serve with Mr. White were: Vice- 
president, George Cox, traveling freight 
agent for the Santa Fe; secretary- 
treasurer, M. H. Lewis, assistant traf- 
fic manager for John Morrell & Co. 
R. E. Whitmer, director of cargo sales 
of Transcontinental & Western Air 
Lines, spoke on post-war freight cargo potentials. 








Nominating committees selected at the March 19 meeting 
of the Traffic Club of St. Louis were as follows: Transporta- 
tion, R. P. Yellen, George J. Malone, Mel Justus, George L. 
Ker, and Edward C. Snyder; Industrial, Hugo Waninger, H. 
Marandon, C. F. Hallenbeck, John Rhodes, and Don B. Norris. 
They will select candidates for president, first, second and third 
vice-president, secretary-treasurer, and four members of the 
board, to be elected at the annual election meeting, April 24, 
at Hotel DeSoto. 





Raymond R. Tucker, chairman of the St. Louis Committee 
of the Missouri Valley Authority will address the noonday meet- 
ing of the club March 26, in the Gold Room of the Hotel Jef- 
ferson. The club announces April 2 as “Truck Day,” Lachlan 
McLeary, president of the Mississippi Valley Association as 
speaker at the April 9 meeting, and April 16 as “Anheuser- 
Busch Budweiser” day. 





The directors of the Columbus (O.) Transportation Club 
—_ — to cancel the annual dinner meeting, usually held 
in April. 





The “Perfect Shipping” forum of the Motor City Traffic 
Club will be held March 26 in the Hotel Detroit-Leland. It 
will be an evening meeting, with the Great Lakes Regional 
Advisory Board joining the club for the meeting in consequence 
of the cancellation of the board’s general meeting. Speakers at 
the forum will be C. E. Boyd, secretary, Detroit Retail Mer- 
chants Association; J. L. Harris, traffic manager, National Car- 
bon Co., Cleveland, and chairman of the freight loss and dam- 
age committee of the Great Lakes Regional board; G. F. 
Wheeler, freight claim agent, New York Central System, De- 
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troit; and T. W. O’Neill, assistant traffic manager, George PF 
Alger Co., Detroit, and president of the Detroit Freight Claim 
Association. The guest chairman will be Frank F. Armstro 
general traffic manager, U. S. Radiator Corporation, Detroit 
and president of the Great Lakes Regional Advisory Boarj 
A technicolor picture of Utah will be shown through the coy,. 
tesy of the Denver & Rio Grande Western Railroad. R, y 
Cowdin is chairman of the forum committee. 





The Traffic Club of Detroit will hold a luncheon in the 
Ball Room of the Statler Hotel on March 27. The luncheon wij 
be sponsored by O. R. Bromley, freight traffic manager of the 
New York Central System. The speaker will be Parker Mp. 
Collester, a New York attorney, who will speak on “European 
Railroads as I Saw Them.” 

The Traffic Forum of Youngstown, O., installed its newly 
elected officers at its eighth annual dinner at the Tod Hotel 
March 19: President, C. O. Flink, Youngstown Sheet & Tube 
Co.; vice-president, K. L. Hilliard, Republic Rubber Co.; secre. 
tary, J. V. Dillon, Copperweld Steel Co.; and treasurer, R, |, 
McIntyre, General Fireproofing Co. New members of the aé- 
visory board are: C. J. Collins, Acme Fast Freight Lines: 
G. J. Gaster, Republic Rubber Co.; and R. R. Weller, Sharon 
Steel Corporation. In the past year the Forum has sponsored 
traffic classes at Sharon, Pa., under the guidance of Penn State 
College, and at Youngstown, through Youngstown College. 

The Queens County Traffic Club, Inc., will hold its annual 
dinner dance April 21 at the Hotel New Yorker. 








Personal Notes 





The ninth district chapter of the Association of Interstate 
Commerce Commission Practitioners elected the following off- 
cers March 14, at a meeting in the Y. M. C. A., at Minneapolis: 
President, Walter L. Sewrey; first vice-president, Stanley M 
Low; vice-president for Minnesota, E. J. McMonigal; vice. 
president for North Dakota, Cecil A. Williams; vice-president 
for South Dakota, J. George Mann; vice-president for Wis- 
consin, John F. McGrath; treasurer, A. W. Hendrickson; see. 
retary, O. I. Romfo. 

Fred Bennett, assistant to John Clark, retiring traffic 
manager of the Youngstown Chamber of Commerce, has been 
appointed to Mr. Clark’s position. 

At the request of Roy S. Kern, a meeting of the Pitts 
burgh region chapter of the Association of Interstate Commerce 
Commission Practitioners will be held March 26 in the Traffic 
Club rooms, William Penn Hotel, Pittsburgh, to discuss bills 
now before Congress proposing changes in administrative pr 
cedure. Charles Donley, national secretary of the practitioners 
association, will lead the discussion. The Legislative Com 
mittee will report on other legislative proposals. 

Dr. Sidney M. Cadwell has been appointed an assistant 
general manager of United States Rubber Co.’s tire division, 
with headquarters at Detroit, to be responsible for production, 
development and engineering for that division. Howard N. 
Hawkes will continue as assistant general manager of the tir 
division with headquarters at New York, and will be responsible 
for all sales activities of the division. 

Charles F. McErlean has been named an assistant t 
W. A. Patterson, president of United Air Lines. He will devote 
his time primarily to management-employe relations, with heaé- 
quarters at Chicago. Mr. McErlean has been with the Nationd 
Labor Relations Board for the past eight years. 

Charles J. Cole has been appointed assistant to the trafic 
manager of the Atlantic division of Pan American World Ait 
ways, with headquarters at LaGuardia Field, N. Y., to handle 
general traffic matters. > 

C. L. Sargent, branch manager, Fruehauf Trailer @, 
announces the appointment of Clarion Studebaker as servitt 
manager of the company’s Boston branch. Mr. Studebaket 
has been affiliated with the Detroit factory branch for i 
past five years. 

International Harvester Co. announces the following pe& 
sonnel changes: M. F. Holahan, after 50 years with the com 
pany and one of its predecessor companies, has retired 
will be succeeded as first vice-president by J. L. McCaffrey, 
former second vice-president; W. E. Worth, former vice- 
dent in charge of supply and inventory, has been elected s 
vice-president to succeed Mr. McCaffrey; Mercer Lee, form 
assistant to the vice-president, has been made vice-presi 
in charge of supply and inventory; Peter V. Moulder, 
manager of the motor truck division, R. P. Messenger, genefal 
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manager of the farm implement division, and Ralph C. Archer, 
general manager of the farm tractor division, have been 
elected vice-presidents, to continue as executive heads of their 
respective divisions. Mr. Holahan will remain a member of 
the board of directors and will be available to the manage- 
ment in a consulting capacity. 

_ The election of three vice-presidents, and other promo- 
tions, have been announced by the Illinois Central Railroad: 
Charles F. Duggan, promoted from assistant general manager 
to be vice-president in charge of operations; Vernon W. Foster, 
advanced from general counsel to vice-president and general 
counsel; Charles H. Mottier, promoted from chief engineer to 
be vice-president and chief engineer; Stephen F. Lynch, gen- 
eral superintendent of transportation, advanced to general 
manager; and Clyde J. Fitzpatrick, superintendent of the Iowa 
division at Waterloo, promoted to general superintendent of 
transportation. 

The Atlantic Coast Line Railroad Co. announces the ap- 
pointment of W. H. Clemmons as freight service agent, Miami, 
Fla., effective March 16. 

E. J. West has been appointed traveling freight agent of 
the Wabash Railroad Co. at Chicago, succeeding E. E. Elvidge, 
deceased. He will report to R. A. Walton, assistant freight 
traffic manager at Chicago. Conway R. Frye has been ap- 
pointed traveling freight agent, New York, N. Y., succeeding 
W. J. Duncan, deceased. Mr. Frye will report to W. McCrackan, 
eastern traffic manager at New York. 

_ The Duluth, South Shore & Atlantic Railway Co., and 
Mineral Range Railroad Co. announce the appointment of 
George A. Hager as general freight agent, and F. William 
Peach as general agent, with headquarters at Detroit, effective 
March 15. 

Robert S. Wilson, vice-president of the Goodyear Tire & 
Rubber Co., and president of the board of trustees of Western 
Reserve Academy, Hudson, O., is one of three National Asso- 
ciation of Manufacturers’ representatives on the Citizens Fed- 
eral Committee on Education, appointed to advise the Com- 
missioner of Education. 

J. . Lenon, general manager of the Tennessee Motor 
Transport Association, addressed the Chattanooga Traffic and 
Transportation Club at its regular meeting March 21. His sub- 


ject was ‘What Industry May Expect from Highway Trans- 
portation.” 


The following changes have been announced in the New 
England traffic division of Wickwire Spencer Steel Co., Buffalo, 
N. Y.; Joseph S. Sampson, formerly division traffic manager, 
has been appointed assistant to general traffic manager, and 
Donald J. Carey has been appointed division traffic manager. 
The local and mail address of the New England division has 
been changed to Morgan Works, Worcester 6, Mass. 


The Traffic Club of Philadelphia has announced the death, 
March 18, of Lewis S. Hamilton, of Lavino Shipping Co. 


D. W. Holmes, for nearly two years personnel assistant 
to the executive vice-president, has been named personnel di- 
rector of American Export Airlines. He will clear all infor- 
mation regarding personnel matters exchanged with other 
airlines. 


Three hundred and eighty-five men and women represent- 
ing ticket selling forces, information bureaus, reservation bu- 
reaus, passenger traffic departments, and the Terminal Rail- 
road Association of St. Louis, attended 4 “get-together” dinner 
sponsored March 9 by the St. Louis Local Passenger Committee, 
composed of passenger traffic representatives of all the rail- 
roads serving the city, as well as the Terminal Railroad Asso- 
ciation. Elmer Wheeler spoke on how to hold customer loyalty 
in the war period. Demonstrations of correct telephone pro- 
cedure were included in the program. 


Temporary officers of the newly organized New York chap- 
ter of the Delta Nu Alpha Transportation Fraternity of Wilm- 
ington, Del., are: Chairman, G. G. Heller, traffic manager, 
Shein’s Express, New York; secretary, Herbert Effron, traffic 
manager, Van Dyk & Reeves, Inc., Brooklyn. The first mem- 
bership meeting is scheduled for April 4 at the Hotel Governor 
Clinton, New York, and the guest speaker will be Dr. Herbert 
B. Dorau, chief of the Department of Public Utilities and Trans- 
portation of New York University. 

Felix S. McGinnis, 62, vice-president in charge of system 
passenger traffic for the Southern Pacific since 1929, died in 
the company’s general hospital in San Francisco March 17 
after a heart attack. He was a native of Los Angeles and 
joined the railroad as an office boy in the Los Angeles freight 
station in 1900. 

Robert C. McCloy, southeastern sales manager of the 
Taylor-Wharton Iron & Steel Co., died March 8. He was 74 
years old and was in charge of the Philadelphia office of the 
company, having served the-company for 58 years. 

James J. Fulcher was appointed vice-president and general 
manager of the Buffalo Merchandise Warehouses on the twenty- 
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fifth anniversary of the association of himself and of John |, 
Keogh, president, in merchandise warehousing. 

Robert J. Stephens has been appointed traffic manager fo, 
the Alan Wood Steel Co., and the Rainey-Wood Coke Co., with 
offices in Conshohocken, Pa., effective March 16. 

F. C. Berghaus has been appointed freight claim agent fo, 
the Chicago, Indianapolis & Louisville Railway, with headqugy. 
ters at Chicago, to succeed W. E. Lawson, deceased. 

The Lehigh Valley Railroad announces the appointment gf 
Harold Gill, commercial agent for the railroad at Chicago, figs 
been appointed commercial agent at Pittsburgh. x 

J. Hess was made traffic manager of A. Schrader’s Son, 
Brooklyn, N. Y., effective March 1. 

Landis P. O’Brien, vice-president, operations, CCC 
way, Inc., has announced the appointment of Arthur G, 
as assistant vice-president in charge of personnel and 
and of A. Starr Hull as station supervisor in charge of s 
operations at all CCC Highway terminals. Mr. Frank g 
the company from the Interstate Commerce Commission, 
Mr. Hull from Motor Cargo, Inc. They will have their 
quarters in Cleveland. 

Maj. Gen. C. P. Gross, Chief of Transportation, Army 
ice Forces, will be the guest speaker at the first luncheon 
ing of the New York chapter of the Army Transportation j 
sociation to be held April 4 at the Hotel Pennsylvania. 

David Youngman, formerly city passenger agent for 
Seaboard Railway, has joined McCann-Erickson, Inc., to 
the agency’s transportation department. Fe 

A. R. “Dell” Bowlzer has been named manager of ff 
newly established sales promotion department set up to sere 
the replacement tire sales division of the B. F. Goodrich Co, 
the preparation of retail advertising and sales promotion m 
terial. 

J. C. Ray, sales manager Fisk tires, United States Rubber 
Co., announces the appointment of Max C. Welshimer as map 
ager, heavy-service tire sales, Pacific Coast division, with heat 
quarters in Sacramento, Calif. 

Edmund J. Karr, chairman of the joint steamship and raj- 
road committee of the Maritime Association of New York, 
George C. Randall, port traffic manager of the Association 
American Railroads, were presented illuminated scrolls” 
recognition of their work in coordinating the transfer of f 
from railroad cars to ships. Presentation was made by Ed 
J. Barber, president of the Maritime Association, at the 
time Exchange, March 20. 











































Digest of New Complaints i 


BA 

No. 29273, A. B. C. Coal Co. et al., Chattanooga, Tenn., and Rossyilt’ 
Ga., vs. L. & N. et al. ' 

Allege rates on carloads of coal shipped from March, 19% 
date of complaint, from western Kentucky to Chattanooga 
Rossville, in violation of section 1. Ask cease and desist of 
rates, and $10,000 reparation. (E. DeL. Wood, Chattanooga, Tél 

No. 29274, Manchester Biscuit Co., Division of United Biscuit 
America, Sioux Falls, S. D., vs. Santa Fe et al. vs 

Alleges rates on 28 tank carloads of petroleum fuel oil distill 
shipped between March 1, 1943, and July 31, 1944, from a | 
Arkansas, Oklahoma, and Missouri points to Sioux Falls, 3 3@ 
in violation of section 1. Asks participation in any repaf@ : 
awarded in No. 29144 et al. (R. D. Springer, 100 West 10tige 
Sioux Falls, S. D.) ed 

No. 29275, Barker Bros. Corporation, Los Angeles, Calif., vs. Peré 

quette et al. 3 
Alleges rates on 12 carload shipments of furniture in 1942 
eastern trans-continental group territory to Los Angeles, 48} 
denced by statement attached to informal complaint 172254, 
part of formal complaint, in violation of sections 1 and 6. 
cease and desist order, rates, and reparation of $216.12. (@ 

Harmon, 711 South Flower St., Los Angeles 14, Calif.) 

MC C-480, Baker Importing Co., New York, N. Y., vs. Midwest F 
Forwarding Co., Chicago; Spector Motor Service, Inc., Chie 
and Werner Transportation Co., Minneapolis, Minn. 

Rates based on 70 per cent of first class, charged since May! 
1944, on shipments of beverage preparations, dry coffee, soluble 
in less than truckloads from Minneapolis to Chicago, New Yot 
City and Kearny, N. J., alleged unreasonable to extent of ex 
over rates based on 55 per cent of first class, and in violation o 
sections 216 and 217. Cease and desist order sought. (E. E. Op 
acting assistant treasurer. Baker Importing Co., 212 N. Seco 
St.. Minneapolis 1, Minn.) P 

No. 29276, The Kellogg Co., Ocala, Fla., vs. Abilene & Southern e¢# 

Allege rates on phosphatic clay (waste and phosphate) or phot 
phatic sand and clay, in carloads, from certain points on defen 
lines in the Dunellon district, Florida, to interstate and forelf 
destinations in official classification, western classification, 
southern classification territories, in violation of sections 1 
and 6. Asks cease and desist order, rates, proper and ad 
tariff description, and reparation. (F. C. Hillyer, 227 West Fors 5 
St., Jacksonville, Fla.) 


3 
4 
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“Jhrae Ci are going places!” 
CCC HIGHWAY— 
Equipped to protect your shipments. 


E CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


15 Euclid Avenue DIVISION OF U. 8. TRUCK LINES Cleveland 14, Ohio 
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Docket of the Commission 





NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFIC WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


March 26—Chicago, I!!.—Hotel Sherman—Jt. Bd. 111: 
MC 105573—Eldon Miller, Iowa City, Ia., permit. 


March 26—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Walsh: 
29217—American Steel Abrasives Co. et al. vs. B. & O. et al. 


March 26—Spokane, Wash.—Davenport Hotel—Examiner Linn: 
MC 9789, Sub. 1—E. R. Fruin, Spokane, Wash., certificate to extend 
operations. 


March 26—Spokane, Wash.—Davenport Hotel—Jt. Bd. 80: 
MC 100931, Sub. 1—Williams Transfer, Nelson, British Columbia, Can- 
ada, certificate. 


March 26—Washington, D. C.—Argument: 

W-125—G. N. Childs, contract carrier application. 
March 27—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 180: 

MC 105499—Interstate Bus Line, Carterville, Mo., certificate. 
March 27—Rapid City, S. D.—Alex Johnson Hotel—Jt. Bd. 183: 

MC 105586—Northwest Fuel & Transfer, Spearfish, S. D., certificate. 
March 27—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 

MC 105389—O. F. Long, Spokane, Wash., certificate. 
—— 28—Atlanta, Ga.—State Comm.—Examiner Yardley: 

. & S. M-2508—Southeastern Motor Truck Lines, Inc., restrictions. 


Mk. 28—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 67: 
MC 102616, Sub. 258—Costal Tank Lines, Inc., York, Pa., certificate 
to extend operations. 
March 28—Chicago, I!!.—Hotel Sherman—Examiner Kilroy: 
MC 39521, Sub. 3—Chicago Southern Transportation Co., Chicago, II1., 
permit to extend operations. 
March 29—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 
MC 48899, Sub. 1—Hagens Van & Storage, Forest Hills, N. Y., cer- 
tificate to extend operations. 
March 29—Cape Girardeau, Mo.—U. S. Ct.—Jt. Bd. 135: 
MC 104171, Sub. 2—Kelso Oil Co., Cape Girardeau, Mo., certificate. 
March 29—Lewiston, Idaho—Fed. Bldg.—Jt. Bd. 169: 
MC 88088, Sub. 1—R. Trautman, Genesse, Idaho, certificate to extend 
operations. 
March 30—Lubbock, Tex.—Lubbock Hotel—Jt. Bd. 33: 
MC 105580—Edward’s Service, Denver City, Tex., certificate. 
March 30—Montgomery, Ala.—State Comm.—Examiner Romero: ] 
Finance 14714—Application of A. C. L. for a certificate permitting 
abandonment of line of railroad extending from Sprague to Luverne, 
Ala. 
March 31—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
MC-101870, Sub. 4—Valley Transit, Anniston, Ala., certificate to ex- 
tend operations. 
MC 89917, Sub. 3—Missala Stages, Jasper, Ala., certificate to extend 
operations. 


March 31—Boise, |daho—State Comm.—Jt. Bd. 81: 
MC 105475—Coates and Son, Payette, Idaho, certificate. 
March 31—Brooklyn, N. Y.—Hotel St. George—Examiner Cockrum: 
MC 4199, Sub. 5—Vincent Goldere’s Sons, Inc., Morristown, N. J., 
permit to extend operations. 
April 2—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bd. 100: 
MC 66562, Sub. 621—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
MC 101997, Sub. 1—Towns Truck Line, Oneonta, Ala., certificate to 
extend operations. 


April 2—Boston, Mass.—N. P. O. Bldg.—Examiners Lawton and Bennett: 
1. & S. M-2487—Textile products, New England. 


April 2—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 119: 
MC 16872, Sub. 2—Carlton Hill Trucking Co., Carlton Hill, N. J., cer- 
tificate to extend operations. . 
MC 18282, Sub. 2—Bound Brook Transportation Co., 
N. J., certificate to extend operations. 


April 2—Bunkie, La.—Fed. Bldg.—Examiner Romero: 

Finance 14754—Application of Tex. & Pac. for a certificate permit- 
ting abandonment of line of railroad extending from Gordon Spur 
to Simmesport, La. 

April 3—Ashland, Ky.—Fed. Bldg.—Jt. Bd. 62: 
MC 105604—Bill Dennis Garage, Ashland, Ky., certificate. 
April 3—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 305: 

MC 3057—Walton Hauling & Warehouse Corp., New York, N. Y., 

certificate or permit. 


April 3—Huntington, W. Va.—U. S. Ct.—Examiner Winson: 
MC-F 2693—Point Pleasant Transportation Co., purchase, G. O. Roush. 
April 3—Montgomery, Ala.—State Comm. Jt. Bd. 98: 
MC 89177, Sub. 8—Maxwell Truck Line, Tallahassee, Fla., certificate 
to extend operations. 
April 3—Montgomery, Ala.—State Comm.—Jt. Bd. 100: 


MC 2908, Sub. 6—Capital Motor Lines, Montgomery, Ala., certificate 
to extend operations. 


Bound Brook, 


* MC-F 2743—R. 
Trucking Co., 


1. & S. 
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April 3—Philadelphia, Pa.—U. S. Ct.—Examiner Cox: 
* MC-F 2739—R. H. Elliott et al., 


control; E. E. Clarke et al., 


J. G. Whinney, Jr. (J. G. Whinney, III, Administrator). 


Utah. 


New England. 


H. Elliott and B. P. Elliott, control; 


Elliott Broth 


Inc., purchase, H. G. Masser and Baltimore-New 
York Express, Inc. 


April 3—Salt Lake City, Utah—State Comm.—Jt. Bd. 207: 
MC 88857, Sub. 21—O. M. Collett, extension, Utah, Salt Lake City 


April 3—Washington, D. C.—Examiner Glover: 
Fourth Section Appl. 21153—Cordage oil from Philadelphia district 


April 4—Boston, Mass.—N. P. O. Bldg.—Examiner Cockrum: 
* 1, & S. M-2506—Hides, pelts, skins, between N. Y., N. J. and Mass, 


April 4—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg; 
1.a&s 


. 5324—Switching charges of B. C. R. R. at Buffalo, N. Y. 


April Pea <r 
MC 906, Sub. 16—Consolidated Forwarding Co., 


O.—Gibson Hotel—Jt. Bd. 72: 


certificate to extend operations. 


extend operations. 


Ind. 


ing from Lewisburg to Columbia, Tenn. 


tificate. 


operations. 


April 5—Evansville, Iind.—U. S. Ct.—Jt. Bd. 155: 
MC 105065, Sub. 1—Arnold Ligon Bus Line, Madisonville, Ky., cer 


April 5—Evansville, Ind.—U. S. Ct.—Jt. Bd. 73: 
MC 94818, Sub. 1—J. P. Brooks, Paducah, Ky., certificate to change 


tract Cartage Co. 


control; 


Inc., St. Louis, Mo, 


April 4—Jacksonville, Fla.—Mayflower Hotel—Examiner Fuller: 
5277—Switching at Jacksonville, Fla. 
April 4—New Orleans, La.—Jung Hotel—Examiner Yardley: 
MC 55889, Sub. 1—Cooper Transfer Co., Brewton, Ala., certificate to 
April 5—Cincinnati, O.—Gibson Hotel—Examiner Proudley: 
MC 45829, Sub. 9—Carolina Motor Express Lines, Inc., Indianapolis, 


April 5—Columbia, Tenn.—Bethel Hotel—Examiner Romero: 
Finance 14804—Application of N. C. & St. L. for a certificate pep 
mitting abandonment of that portion of its Columbia Branch extend 


April 5—Louisville, Ky.—Kentucky Hotel—Examiner Winson: 
* MC F-2741—T. M. Rinehart and Synthetic Products, Inc., 
Complete Auto Transit, Inc., 


Ine, 


April 5—Newark, N. J.—State Comm.—Examiner Cox: 


MC-F 2619—J. Rollo and R. Nappi, Rollo Trucking Corp., 


Inc., purchase, Northland Petroleum Transport Co. 


April 6—Cincinnati, 


April 5—Portland, Me.—Fed. Bldg.—Jt. Bd. 70: 
MC 67633, Sub. 2—N. L. McAllister, South Paris, Me., certificate, 


April 5—Washington, D. C.—Commissioners Porter, Mahaffie and Miller: 
MC-F 2436—Greyhound Corp., control, 
MC-F 2437—Greyhound Corp., 

April 5—Washington, D. C.—Argument: 
29117—United States of America vs. Aberdeen and Rockfish et al. 
MC-C 409—Glenn L, Martin Co. vs. W. T. Cowan, Inc. 

April 6—Boston, Mass.—N. P. O. Bldg.—Jt. Bd. 186: 

MC 105381—Suncook Valley R. R. Co., Concord, N. H., certificate. 
0.—Gibson Hotel—Examiner Proudley: 

MC 43038, Sub. 229—Commercial Carriers, 


Inc., 


tificate to extend operations. 


tificate to extend operations. 


Florida Motor Lines Corp, 
issuance of securities. 


Detroit, Mich., cer 


April 6—Jackson, Miss.—Robert E. Lee Hotel—Examiner Yardley: 


MC 9444, Sub. 4—Biloxi Transfer & Storage Co., Biloxi, Miss., cer 


April 6—Newark, N. J.—State Comm.—Examiner Cox: 
* MC-F 2733—L. Tornetta et al., 


April 6—Washington, D. C.—Argument: 
29030—C. & 


purchase, R. Rittenhouse. 


N. W. vs. Ann Arbor, Pere wy et al. 
& N. W. 


29045—Ann Arbor and Pere Marquette vs. C. 
29091—L. H. Lacy and Co. vs. C. R. I. & P. et al. 


April 7—Meridian, Miss.—Lamar Hotel—Jt. Bd. 97: 
MC 14248, Sub. 5—Gulf States Motor Express, Inc., Meridian, Miss. 


certificate to extend operations. 


April 7—Providence, R. 


andria, La., certificate to extend operations. 


operations. 


MC 52947, Sub. 8—Pinson Transfer Co., 


cate to extend operations. 


Micanopy. Fila. 


operations. 


April 10—Lexington, Ky.—City Hall—Jt. Bd. 10: 
MC 33464, Sub. 7—Nicholas Fruit & Transfer Co., 


Ine., Pikesville, Ky., 


1.—Main P. O. Bldg.—Examiner Cockrum: 
MC 30173—Gamache Trucking Co., Inc., Fall River, Mass. 

April 9—Alexandria, La.—U. S. Ct.—Jt. Bd. 164: 
MC 19198, Subs. 7 and 8—Interurban Transportation Co., 


April 9—Jacksonville, Fla.—Mayflower Hotel—Examiner Fuller: 
29239—Wilson & Toomer Fertilizer Co. et al. vs. A. G. S. et al. 


April 9—Lexington, Ky.—City Hall—Examiner Proudley: 


MC 47129, Sub. 1—R. Watson, Richmond, Ky., certificate to extend 


April 9—Providence, R. !.—Narragansett Hotel—Jt. Bd. 321: 
MC 1200, Sub. 2—Rhode Island, Providence, R. I. 

April 9—Springfield, Mass.—Fed. Bldg.-—Examiner Cox: 
MC-F 2738—C. L. Palmer, purchase, R. D. Filkins. 


April 10—Gainesville, Fla.—Fed. Bldg.—Examiner Romero: 


Finance 14752—Application of A. C. L. for certificate permitting aba 
donment of line of railroad extending from Micanopy Junction 


Purchase, 


control; 
lease, Georgia Driveaway Co., 
MC F-2742—T. M. Rinehart and Synthetic Products, Inc., control, Con 


Inc., Alex 


certif- 


permit to extend 
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@ It takes Know-How to be a winner, 


1 Mass, to cop first prize year in, year. out. 

sberg: Ask traffic men in many of America’s top 

¥. organizations, men who are professionally 

- interested in Perfect Shipping. They'll 

+ Mo, tell you it pays to depend on Neptune’s 

nation-wide moving network for trouble- 
free, smooth-as-silk, on-schedule long 
distance moving. That Neptune de- 

‘ificate to pendability is the result of 40 years of 
specialized experience, trained men, 
up-to-the-minute equipment, plus access 

anapolls, to the world’s largest long distance 
moving organization. 

icate per Find out what a difference Know-How 

ch extend can make in handling a move for you 
between two points. 

Ky., cer Phone, write for details. 
AGENT-MEMBER: ALLIED VAN LINES, INC. 

to change 


|Z a) Bb Garce 
eg STVRKRAGE 


ing Corp. ae NEW ROCHELLE, N. Y. 


PHONE FORDHAM 4-5900 





tificate, 
and Mille JP ——-- 9) © — MONTERREY 
s Corp. . 
Bag We offer for lease or sale, reasonable 
a terms, choice manufacturing sites in the 
Mich., cer 
—_— Industrial Development District of the READ SAME 
” i Meet of T 4 by belt lag 
ort of Tacoma—serve elt-line 
. MEXICO CITY 
railway connections with four trans- AT 5:00 PM. 
continental railroads—low-cost electric 
idian, Miss. 


nara: {| Power and light. BRANIFE INTERNATIONAL 
“"! Port of Tacoma AIR EXPRESS 


3. et al. P.O. Box 1 iw =a Only 18 hours after the newspapers were printed in the 
te to extend a oe Catt SVestanene Tribune Tower—they were distributed in Mexico City! 
Ky., corti TACOM A WASHINGTON Example of streamlined handling for cargo between 

U.S. Cities and Mexico—via Braniff. Immediate in- 

1: transit customs clearance for shipments at Laredo. 


Call local Railway Express Agency for Braniff Ship- 
per’s Letter of Instructions. Free Pick-Up. 


| Our general cargo facilities are being 


nitting oll used in the war effort—Commercial 


For Memorandum Tariff and Further Information, Write 
Junction 


BRANIFF AIRWAYS 


General Traffic Office, Love Field, Dallas 9, Texas 





shipments handied by permit. 








it to extend 






























































































































































Here's How You Profit 
hy Subscribing for 
TRAFFIC BULLETIN 


1. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and motor carriers use 
its columns to give public notice of all proposals 
received from shippers and carriers to establish and 
to change commodity rates. This information is 
available from no other source in a form so com- 
plete and convenient for checking. Hearings and 
disposition notices of a number of the committees 
are printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


¢. Advance Information of 


Classification Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge all the regular and special 
dockets of the Consolidated Classification Commit- 
tee, listing the changes currently proposed. 


3. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (rail- 
roads, motor carriers, water carriers, freight for- 
warders, express companies and pipe lines) the 
Maritime Commission (ocean shipping) and Civil 
Aeronautics Board (air lines) in the current week, 
enabling you to get copies of those that will change 
your rates, well in advance of the effective dates. 


4, Rate Changes on Short Notice 


A number of rate changes are made by the car- 
riers on less than 30 days’ notice. Before making 
them effective the carriers must file short notice 
applications. These are printed in THE TRAFFIC 
BULLETIN as they are filed in Washington, along 
with the “Permissions” (short notice changes which 
are allowed by the two regulatory bodies). Infor- 
mation of this kind, received in advance of a change 
in one single instance, may save you more than the 
cost of a full year’s subscription. 


3. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 

The use of THE TRAFFIC BULLETIN will re- 
turn your investment with interest in actual time 
and money saved. Let the weekly issues add to the 
efficiency and increase the effectiveness of the work 
in your department. Send $6.25 for a trial three 
months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 









TRAFFIC WORLD 


April 11—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf; 
1. & S. M-2501—Distribution rates, Newark, N. J., to N. J., and N, y, 
points. 
* MC 95965, Sub. 1—Ascenzo & Sons, New York, N. Y., certificate tg 
extend operations. 


April 11—Cape Girardeau, Mo.—U. S. Ct.—Examiner Winson: 
* MC F-2722—R. F. Hemperley, purchase, W. H. Johnson. 
April 11—Houston, Tex.—Ben Milam Hotel—Jt. Bd. 77: 
MC 1510, Sub. 31—Southwestern Greyhound Lines, Inc., Fort Worth, 
Tex., certificate to extend operations. 


April 11—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 208: 
MC 1852, Sub. 10—Madison, Louisville Transit, Inc., Madison, Ind, 
April 11—Shreveport, La.—Washington-Youree Hotel—Examiner Yapg. 
ley: 
MC 55861, Sub. 1—T. E. Collins Trucking Co., Bossier City, La, 
MC 66294—T. E. Collins Trucking Co., Inc., Shreveport, La. 


April 11—Washington, D. C.—Commissioner Splawn (Argument): 
29172—Eberhardt and Simpson Grain Co. vs. C., R. I. & P. 
April 11—Washington, D. C.—Argument: 
1. & S. M-2458—Bakery goods Intermountain-Pacific Coast points, 
April 11—Washington, D. C.—Jt. Bds. 112 and 330: 
MC 12301—E. W. Price, Baltimore, Md., license. 
MC 71378, Sub. 2—Rapid Transit Co., Inc., Erie, Pa., certificate ty 
extend operations. 


April 12—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Fuller; 
Electric Railway Docket 19—Alabama Power Co. 


April 12—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 95431, Sub. 3—B. Friedman, Lakewood, N. J., certificate. 


April 12—Louisville, Ky.—Kentucky Hotel—Jt. Bds. 105 and 72: 
MC 1014, Sub. 13—Eck Miller Transfer Co., Owensboro, Ky., certif. 
cate to extend operations. 
MC 45158, Sub. 10—Killion Motor Express, Inc., Washington, Ind, 
certificate to extend operations. 


April 12—Tampa, Fla.—Floridan Hotel—Examiner Romero: 
Finance 13721—Seaboard-All Florida Ry. receivers et al. abandonment, 
April 12—Washington, D. C.—Argument: 
|. & S. 5269—Iron and steel to Ia., Minn., Mich., and Wis. 
28786—Continental Steel Corp. vs. N. Y. C. & St. L. et al. 
29057—Minneapolis Traffic Association et al. vs. C. B. & Q. et al. 
29057, Sub. 1—Duluth Chamber of Commerce vs. C. & N. W. et al, 
29082—-Omaha Chamber of Commerce Transportation Department et al, 
ve. A. T. & &. F. et al. 
29094—-Nebraska State Railway Commission vs. A. T. & S. F. et al, 
29108—Public Service Commission of N. D. vs. Northern Pacific et al 
29112—Public Utilities Commission of S. D. et al. vs. A. A. et al, 
29136—Railroad and Warehouse Commission of Minn. vs. A. A. et al 
April 12—Washington, D. C.—Examiner Cantrell: 


MC 102454, Sub. 6—The James Gibbons Co., Relay, Md., permit to 
extend operations. 


April 13—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Fuller: 
21214—Goslin-Birmingham Manufacturing Co., Inc., vs. P. R. R. etal. 
21214, Sub. 1—American Stove Co. vs. Ill. Cent. 
29234—-Batson Cook Co., a corporation, vs. Atlanta and West Point 

R. R. et al. 


April 13—Louisville, Ky.—Kentucky Hotel—Examiner Proudley: 
MC 104823, Sub. 18—Gasoline Transport Co., Louisville, Ky., certlt- 
cate to extend operations. 


April 13—Shreveport, La.—Washington-Youree Hotel—Examiner Yardley; 
* MC 1968, Sub. 33—D. C. Hall Motor Transportation, Fort Worth, Tex, 
certificate to extend operations. 


April 13—Washington, D. C.—Examiner Card: 
1. & S. M-2499—Sanitary pads, classification ratings. 
April 14—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf; 
MC 105399—Charley’s Taxi Service, Lakewood, N. J., certificate. 
April 14—Chicago, IIl_—Sherman Hotel—Examiner Hagarty: 
MC 36832—American Transit Lines, Inc., Chicago, Il. 
MC 69929—L. H. Berenson, Chicago, Ill. 


April 14—Paducah, Ky.—U. S. Ct.—Examiner Proudley: 
MC 104304, Sub. 7—Twelfth Street Garage, Paducah, Ky., certificate 
to extend operations. 
MC 105541—C, Trusty, Hickman, Ky., certificate. 
April 14—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 35: 
MC 29957, Sub. 46—Tri-State Transit Co., of La., Inc., Shreveport, 
La., certificate to extend operations. 
April 16—Beaumont, Tex.—Hotel Beaumont—Examiner Fuller: 
29231—Oil City Brass Works vs. Alton & Southern et al. 


April 16—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 46879, Sub. 2—Walters Transit Corp., Long Island City, N. Y. 
April 16—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 17897, Sub. 1—V. Visceglia, Chicago, Ill., license. 
April 16—Little Rock, Ark.—State Comm.—Jt. Bd. 215: 
MC 96025, Sub. 5—Hoskins’ Truck Service, Malvern, Ark., certificalt 
to extend operations. 
April 16—Little Rock, Ark.—State Comm.—Jt. Bds. 215 and 38: 
* MC 66562, Sub. 628—Railway Express Agency, Inc., New York, N. ¥. 
certificate to extend operations. 
* MC 105518—Clark Truck Line, Hughes, Ark., certificate 
April 16—St. Louis, Mo.—Mark Twain Hotel—Examiner Proudley: 
MC 30378, Sub. 15—Associated Transports, Inc., St. Louis, Mo., ¢& 
tificate to extend operations. 
April 16—Sumter, S. C.—Claremont Hotel—Examiner Romero: 
Finance 14717—Application of A. C. L. for a certificate permitting 
abandonment of line extending from Sumter to Darlington, 
ing line from Elliott to Bishopville, S. C. 
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3 Do You Mean It? 
il o You Mean It? 
e, NO ARI REAR NS 
72: euiik If you are really ambitious to be a more capable Traffic 
Tos man and to climb to the top in this opportunity field, we 
ston, Ind, can help you. In a few months of interesting spare-time 
; : study—at a moderate cost—we can give you more knowl- 
edge of the principles and procedures of Traffic Manage- 
.ndonment, ment and more skill in using them than you will ordinarily 
get in years of learning on the job. 
At least, investigate. Ask for our free 48-page booklet 
telling about this training, what it covers, how you take 
et al. it, and how it has helped others. Then you can decide. 
“a Ss — Write today. 
Fat LASALLE ion Universi 
cific eft al nt Extension University 
rer Thai dP Galel<) Va Vl an 4-1-9 3-0-0 A Correspondence Institution 
417 South Dearborn Street Dept. 395-TA Chicago 5, Illinois 
, permit to 
iner Fuller; 
R. R. et al. 
West Point 
oe = 
7. 60 hours flying 
i 
Worth, Tex. 
time from your 
Ss 
autre local airport 
tificate. 
y: 7 « 
| CONSOLIDATED VULTEE 
r., certificate AIRCRAFT CORPORATION 
Bd. 35: 
Shreveport, 
ler: == 
=@ yon! —|| Uncle Sam... Salesman 
hu : Ee 
ity, N. % = In wartime the world has looked to the United States 
= for aid. Lend-lease materials have gone to many 
= countries. In peacetime our markets will be even 
k., certificate Fe = , f 
= greater as will our needs for products and materials 
1d. 38: places st your dispo- § f other nations. A strong Merchant Marine is our 
York, N. Ys sal nearly 10,000 miles of = ", be m -Repaas g 
. rail transportation in nine i ee 
roudley: G9) . mid-western states. 
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SERVING AMERICA IN WAR AND PEACE 
FOR ALMOST A CENTURY 


CHICAGO and NORTH WESTERN SYSTEM 


— coors So 


POPE & TALBOT. 


INC. y~ 
M°CORMICK STEAMSHIP DIVISION 


























; TRAFFIC WOR) 


April 16—Washington, D. C.—Argument: 
29130—J. L. LeFlore and A. S. Crishon vs. G., M. & O. 


April 17—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpy. 
* MC 65423, Sub. 4—G. Pernazza, South Vineland, N. J., certificate ; 
extend operations. 
April 17—Chicago, I!1.—Morrison Hotel—Commissioner Patterson: 
13528—Investigation of power brakes and appliances for Operatin, 
power-brake systems. 
April 17—Chicago, i11.—Sherman Hotel—Examiner Hagarty: 
MC 103046, Sub. 5—Illinois Trailer Convoy, Inc., Chicago, IIl,, cert 
SELL OLIVE-GREEN, STEEL, AUTOMATIC tariff cabinets, one ficate to extend operations. 
type 551T, three 351T, good condition, immediate shipment, FOB ‘I'win 
Cities, Box 338, Traffic World Chicago office. 


HELP WANTED—Rate clerk, Chicago, by expanding traffic depart- P.&d P.U.R y.- an d Peoria Ga tewa y 
ment in well-established, fast growing national firm. Critical and Al e) 
essential war work. Splendid post-war future. Box 339, Traffic World ; —AIWways pen- 





Chicago office. 





POSITION WANTED—Traffic Manager, 12 years’ experience manag- 
ing dept. handling large volume of work including freight rates, claims, 
tracing and routing shipments, arranging travel itineraries, etc. Experi- 
enced and competent in matters before I. C. C. and State Commissions— 
registered practitioner—now employed—seeks connection with post-war 
future—can furnish excellent references. W. T. L. or western location 
preferred. Box 340, Chicago office Traffic World. 





FOR SALE—I. C. C. regular truck route between Boston, Mass., , ae 5 ne, 
and Providence, R. I.; general commod. all intermed. Many off route : t 1,44 
points; 15 mile radius of Boston, 12 of Providence. Joseph A. Kline, “ 

45 Milk St., Boston, Mass. 


i. ©. C. PRACTITIONERS. The only practical, authentic I. C. law 
course oy gee by mae Restricted 2 Sag. See or those PEORIA-GATE WAY -’ 
qualifi prepare for practice. cludes t Forwarder Act. ; i , 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 2 po ae a Rn scoasy RY 
A a aa ied .F. Stock, Tr. Mgr., Peoria, Illinois 


oon 
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WANTED 


Superintendent of Operations 






The Minneapolis & St. Louis Railway | 
For Fast Freight Service to 
Industry and Agriculture in 

The Great Midwest ~ ~ 


\ 








New position being created by very large common carrier 
truck line. Desire highly competent man to be entirely 
responsible for the hiring, training and supervision of all 
dock and pickup personnel as well as dock and pickup 
operations over a very widespread system. Box 337, 
Traffic World Chicago office. 











FREIGHT CAR PRICES REDUCED! | aM PG, 0) ise ii 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


8—Hopper, Twin 50-Ton 

40—Hopper, Triple, 50-Ton 

50—! . Side-Discharge, 50-Ton 

80—Re: rator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

50—Box, 40-Ft., 40-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
l1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton; steel floors 
25—Dump, Koppel, 20-Y¥d., 40-Ton; lift doors 

20—Fiat, 40-Ft., 40- and 50-Ton 

70—Gondola All Steel, 40-Ft., 16 drop doors 
























SERVING 
5 IMPORTANT 
GATEWAYS 































6—Gondola, 50-Ton, High-Side, Stee KANSAS CITY RATENEAPOLS 
10—Tank, 8000-Gallon, 40- and 50-Ton MINNESOTA TRANSFER 
Perhaps this list also has some other cars you could use to very Stamps ST. PAG 
beneficial advantage now? $T. JOSEPH 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 


40 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 


‘ANYTHING containing IRON or STEEL"' 


Chicago Great Western Railway 
The Corn Belt Route ~° 
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Well Equipped for the Biggest 
Transportation Job in Their History 


sires a 








You get two important marketing advantages when 
warehouse at strategic river terminals. First, improved 
tomer service becomes easy. Second, shipping costs 4 


Warehouses *:: 
Today, many key distributing centers reached by rive, 


















provide public facilities for handling and storing barge loag 
: and a complete, precision waterways transportatigl 
on the rivers system carries every kind of shipment from heavy machip, 





fi ery to sugar. 
pay Oo pee If... Write for the Union Barge booklet. See what modern rivg 
speed deliveries equipment looks like. And ask for rates. Learn what Unig) 

Sarge service means in the distribution of your partic 






product. Bring yourself up-to-date on a proved answer ti 
competitive selling. 


UNION BARGE LINE CORPORATION 


DRAVO BUILDING PITTSBURGH 22, PA 





